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The Logan Collision. 


WASHINGTON, D. C., July 31, 1896. 
[0 THE EDITOR OF THE RAILROAD GAZETTE: 

How does the Logan collision compare with that at 
Atlantic City last evening’? If the train order was 
given at Logan as stated, to run special west and was 
made O. K. at 6:34 when No. 38 was due at 6:43, was not 
the train order also at fault ? (This, however, is no ex- 
cuse for conductor or engineman.) A freight engine 
and crew running a special passenger train receiving an 
order “‘substantially” giving right of track until 7:10 
and expected to clear sidings and run 12 miles in 27 
minutes are burdened too severely. This is not good 
railroading. N. 

[A comparison between the two collisions referred 
to would necessitate a discussion of a number of 
different questions. As regards the effect or result, 
both are terrible, beyond the imagination of anyone 
who has not witnessed such a catastrophe. In con- 
sidering a dozen or a score of railroad accidents, or in 
reviewing the experience of a term of years, we 
naturally come to class the different castes somewhat 
by the number of persons killed and injured, but 
that, of course, is a very superficial way of looking 
at the subject. The causes and remedies we have 
discussed in each case by itself. In answer to the 
question whether the train order given at Logan was 
at fault, we may say that if our correspondent is 
ready to trust the combined wisdom of the operat- 
ing officers of the best roads in the country he must 
conclude that it was not. When a conductor is 
ordered to run ‘‘special” he understands that he is 
to avoid all regular trains unless he receives specific 
authority to disregard them; he understands this 
just as well as he understands that he is to start 
the train or is to run at all. A dispatcher fre- 
quently has to give orders to a dozen trains in quick 
succession, and he would simply be swamped with 
a great mass of details if he stopped in each case 
to warn the conductor to carefully read his time 
table. It is frequently necessary to give an order 
to a conductor when there is not merely one, but per- 
haps half a dozen regular trains which he must look 
out for. The suggestion of our correspondent, in 
another form, was made by ourselves in our comment: 
to wit, to specify in the order all the meeting places 
necessary to be looked out for by the conductor of 
the special train, which, in this case, would mean 
that the order should have read “Special .... and 
train No. 38 will meet at Logan”; but, as already in- 
timated, the dispatching system would break down if 
it were loaded with so many details. If it is not safe 
without these additional precautions, the only resort 
is the block system. In using the word “ substan- 
tially,” our correspondent was not quoting the precise 
language of the order. He used that teri to indicate 
that he was not giving the order verbatim. Twelve 
miles in 27 minutes equals 27 miles an hour. We do 
not know the grades between Logan and Loveland; 
but as regular trains are scheduled on that part of 
the road at 40 miles an hour and faster, it is fair to 
presume that the time allowed the special was ample. 
— EDITOR RAILROAD GAZETTE. ] 








To Make Derailing Switches Safe. 


To THE EDITOR OF THE RAILROAD GAZETTE: 
St. Louis, AvG. 3, 1896. 
Your description in last week’s issue of a sand track 
used for stopping cars in Germany brings the question 


plainly before the signal engineers of the United States, 
since it affords a safe and convenient means of retarding 
trains which have been thrown from the track by a 
derailer. The construction of this track does not seem to 
involve any great expense, and it may therefore be used 
at any railroad crossing where the derail is not a sufficient 
distance from the crossing to stop the train, should it be 
going at any great rate of speed. In addition, the dan- 
gers which are a recognized accompaniment of the de- 
rail as now arranged will be almost entirely done away 
with, since the train will seldom be endangered by leav- 
the track. One question, however, will have to be de- 
cided, and that is the kind of material which must be 
used for filling between the stringers. In view of the 
great amount of snow and ice which is to be expected in 
the northern and middle parts of the United States in 
winter, it seems likely that some material which shall 
drain itself very rapidly must be used. But this is a 
matter for experiment, and the object of this letter is 
only to call attention to the possibilities which this 
arrangement offers. 
LUKE FORWARD. 








Tonnage Rating of Locomotives. 





[This communication was published in our issue of 
July 10. Our attention has just been called to the fact 
that as printed there the abbreviation lbs. (pounds) was 
substituted for lds. (loads). Therefore we reprint the 
letter in full.—EDITOR.] 

CINCINNATI, July 3, 1896. 


TO THE EDITOR OF THE RAILROAD GAZETTE: 

The subject of rating locomotives on tonnage basis 
seems at this time to be receiving an unusual amount 
of attention, and from the articles in the local press one 
would suppose it was an entirely new discovery. It will 
probably be of interest to your readers to note the fol- 
lowing table issued on that subject by the Pittsburgh, 
Cincinnati & St Louis Railroad for the line between 
Pittsburgh and Columbus in the summer of 1881: 








Equivalent Loaded Cars for Rating Locomotives. 
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This is the earliest record so far produced of the ap- 
plication in detail of the so-called tonnage basis to load- 
ing freight locomotives. In its details it is not exactly 
the same as the present application, but the results are 
reached through the same process. 

This only goes to prove that there is after all ‘‘nothing 
new under the sun.” PAN HANDLE. 





Suspensions Abolished on the Southern Pacific. 





Mr. J. A. Fillmore, Manager of the Southern Pacific, 
San Francisco, has issued a circular putting in effect a 
system of ‘Discipline by Record,” that is to say, 
Brown’s discipline without suspension, and he grace- 
fully mentions Mr. Brown’s name as the originator. 
The Southern Pacific order went into effect Aug. 1, and 
applies throughout the Pacific system, except on the 
lines in Oregon. All employees will start with a clear 
record on Aug. 1, and in the book kept at the superin- 
tendent’s office individual accounts will be opened with 
each employee, “‘as occasion requires.’’ Suspension for 
a certain number of days will be entered, as heretofore, 
but the employee will lose no time, except such as may 
be necessary for a hearing. Charges must be made in 
the record for every case, not only of misconduct, as 
usually understood, but every violation of good prac- 
tice. Bulletins of misdemeanors will be posted not 
oftener than once in two weeks, but will not show 
names of persens or places. Dishonesty, insubordination, 
intemperance, etc., will be punished by summary dismis- 
sal, as heretofore. Credits will be given for notably excel- 
lent conduct, heroism, etc. No suspension will be made for 
less than 10 or more than 60 days. A reprimand will be 
canceled by a perfect record for three months. A sus- 
pension of 10 days will be canceled by a perfect record 
for six months. A suspension of more than 10 and not 
exceeding 20 days will be canceled by a perfect record for 
nine months; 20 to 30 days, one year; 30 to 60 days 1 
years. The length of perfect record for which a credit 
is given is subject to change until the right basis shall 
have been found out. 

In closing his circular Mr. Fillmore says: It is ex- 


pected that the system of “* Discipline by Record” will 
prove of great advantage alike to the company and to its 
employees and their families. Wages will not be lost by 
disciplined employees who are not to be dismissed, ex- 
cept for such time as may be required for satisfactory in- 
vestigation, in attendance at the office of the superin- 
tendent, or by themselves looking up facts, witnesses, 
etc., after which the employee will return to his work. 
It is also expected that it will encourage and stimulate 
all employees to co-operate heartily with the officers of 
the company in matters pertaining to harmony, econ- 
omy, safety and efficiency, thereby securing better ser- 
vice; and increasing benefits, security and satisfaction 
to the public and to all. 

Superintendents are iastructed to apply discipline, as 
here outlined, to permanent men only. A new man must 
give satisfactory service for three months before being 
placed in the permanent class. Superintendents are to 
exchange bulletins with all other superintendents, so 
that the benefit of the educational value of the new 
plan may be enjoyed throughout the company’s terri- 
tory. No definite limit has been set beyond which an 
employee’s negligence shall not be tolerated ; but aftera 
man has been suspended more than about 90 days in one 
ear, the superintendent must call him in, and if he 
cannot offer convincing argument that he ought to be 
retained, he will be dismissed. 

The circular to superintendents invites suggestions 
and criticisms, aud sums up the leading objects of the 
new plan as follows: 

(a) To secure a higher state of efficiency. Strict dis- 
cipline is essential to the successful operation of a 
railroad. No continuous service performed by man can 
be perfect, but a high state of discipline will produce a 
high class of service, and successful operation is depend- 
ent on good service. 

(b) Yo avoid loss of time and wages of employees, and 
consequent possible suffering of those who may be de- 
pendent on their earnings, as well as demoralization of 
the employee by enforced idleness. ir 

(c) To avoid that incorrect and pernicious feeling on 
the part of the employee who has been actually sus- 
pended, and ‘hus lost money _in wages, that he has paid 
the company for the loss and trouble he has caused, and 
that he can settle again in the same manner. / 

(d) To avoid the dismissal of an employee for a single 
violation of the rules or of good practice that does not in- 
juriously reflect on his reputation, conduct, capacity or 
future usefulness. ; ; 

(e) To judge each case of an erring employee on its 
merits, with due regard to his previousrecord and future 
availability, considered with reference to the interests 
of the company and its duty to its patrons. This to be 
done generally without regard to the cases of other 


employees. 

(P) ‘That all may become acquainted with each case for 
which discipline is imposed, and learn something from 
the failure of others. 

(g) fo encourage and stimulate all seahorse to eee 
ate with]the officers of the company in all matters tendin 
to produce harmony, economy, _— and efficiency, anc 
thereby secure better service, resulting both in profit 
and credit to the company and to its employees, as well 
as increased satisfaction to the public. Each employee 
can work with the knowledge that the excellence of his 
record, the prospect of his continued employment, his 
promotion, and final success, depend on his own good 
conduct and exertions. By notabiy good and faithful 
work he can accumulate a stock of credits that will 
practically insure him against dismissal in case of some 
oversight or error that otherwise would deprive him of 
employment. The most efficient men will be encouraged, 
developed, benefited and retained; while those who prove 
to be unfit for the railroad service, though dismissed, 
will be dealt with fairly and justly. 

(hk) To enable the employee to gain in purse, in self- 
respect, in manliness, in interest in his work, in per- 
manence of employment, in loyalty to company, and in 
solicitude for its interests; by which the company ex- 
pects to gain a man more contented, more intelligent, 
more courteous, more watchful and zealous for its inter- 
ests, realizing that they are practically his own, thus 
securing a more harmonious, economical and efficient 
service, in which the element of force is not predom- 
inant. 


Mr. Fillmore gives the superintendents a number of 
sample bulletins, from which we extract the following: 


A light yard engine started to go to freight house. 
The engineman, failing to notice that signal was against 
him, ran his engine off the track at derailing switch. 
The engineman has been suspended 15 days. 

JOHN SMITH, Superintendent. 

Since issue of bulletin dated ...................00000- the 
following cars have been damaged by yardmen while 
switching: 

Cost of repairs. 


Yardmen and enginemen are again cautioned that cars 
in yards must be handled with care. There is plenty of 
time to do the work properly, and there can be no reason- 
able excuse for damaging the company’s property in this 
manner to so great an extent. . 

A passenger train westbound was flagged. The train 
was late, and engineman, feeling much annoyed over 
being further delayed, abused the flagman. Had he not 
been flagged, he would probably have run into a burned 
culvert. It is very unpleasant for a flagman to be abused 
for doing his duty. If enginemen have any criticisms to 
make about when they should or should not be flagged, 
they must make them to the Superintendent, and not to 
the flagman personally. A reprimand has been entered 
on record of engineman. 

A car in a westbound train was derailed at east switch 
by a broken wheel about6a.m. The cars ran up the 
main track far enough so that trains could have passed 
through the siding had not the frog been injured. Con- 
ductor reported that wrecker was needed, and it was 
ordered out. Instead of taking their engine and going 
forward to section house, about two miles distant, get 
ting the sectionmen out, and telling them what was re- 
quired to make the siding ready for passing trains, they 
remained at the wreck. The wrecking train had orders 
to stop and get the sectionmen, who were found surfac- 
ing the track at 8a.m. When sectionmen arrived at the 
wreck they had to go back to to the tool house for neces- 
sary material and tools to take out the frog, putina 
new one and a piece of rail. It was about five hours 
after the derailment before trains could pass. Had con- 
ductor taken his engine and gone immediately for sec 
tionmen, the track could have been made ready in about 
114 hours, thereby saving delays to several other train 
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of from 8 to 4 hours. This was an exhibition of very 
r judgment, or negligence, on the part of the conduc- 
tor, and he has been suspended 10 days. 

A freight train derailed a car two miles west of station. 
Conductor sent word to station at 9a. m. that no as-ist- 
ance was necessary, and he thought he could clear the 
track in an hour. Thereupon dispatcher gave his orders 
accordingly. Conductor did not show up again until 
12:30 p. m., at which time track was clear. This was 1}¢ 
hours after leaving time of a nger train, it being 
held at the station by semaphore. Had conductor re- 

rted at 10 o’clock that he could not clear track for two 
cours longer, the passenger train would have been sent 
by another route, and would have reached its destination 
The unnecessary delay to this passenger 


the tracks of the Milwaukee Division, between Diversey 
avenue and Balmoral avenue, a distance of about 17,400 
ft., or about 3.3 miles. This work was begun June 15. 
Fig. 1isa profile of the road between the above-men- 
tioned points and shows the old and new grade lines and 
the intersecting streets. All elevations as given on the 
profile are above the Chicago City datum line. 

The new grade line joins the old at the north side of 
Wrightwood avenue. By commencing the track eleva- 
tion at this point, all the troublesome questions which 
naturally arise between Wrightwood avenue and the 
Chicago station are left out, as the work of raising this 


This work makes necessary the construction of 20 sub- 
ways at the various streets intersecting the railroad. At 
each of these points three tracks are to be carried over 
the streets through girder bridges resting on masonry 
abutments. The preceding table shows the amount the 
streets wiil be depressed from the present grade, the 
width of the subway, the vertical clearance and the 
amount the tracks will be elevated, at each subway, - 
above the old grades. 

At the Belmont and Lincoln avenue subways the ver- 
tica! clearance will be 13.5 ft., to provide for the electric 
car lines crossing at these points. At all other subways 
































































































































nearly on time. p ; ; 
train and the further delay to several other trains section will involve many new difficulties. From the vertical clearance will be either 10 ft. or 12 ft. 
29.90. PROPOSED TOP OF PAIL LEVEL 312000 TOTAL CUBIC YAROS 
£0800 Cv. 10S eee 7 26/98 Cv. OS 7] @900Cu ros, t aan 
r*4 au 240 St 21 10 21.30 
“eer LU cerpession |cuenpauce sogisyem| |cenpance geet feccemence mse 
ic a 8 
? " = ben te 
2 a”) CHICAGO _CITV DATUM £LE0.0 a ? 
ROSEHILL a3 SUMMERDALE Om . %F a > 
=e N - Kg < ee bes : S- Q- =. 
a8 *. & s : x $$ 8 w&® & S 
ee RN g xe Na 8 N =s ae § 
5 is a N = 3 BS Q 
§ 
2 ‘ 8 
~LMOPOSED TOP OF PALL ‘ rf be: M | | “3 
25/00 CU.V OS. 20110 Cu ros. 10890 CU. 1399.Cu 104, | WOOPCLYOS. | | $375. 58 9808 curps GRADE a. 
oe aernssyyon| fecennance ibid! 20195 cu ros. p 
++ * yee ‘DePRES3ION| |CLEARAY CE e119 cu. oa 
60 120 | sia a lage ” 
! R N 3 ; ae a 
F W ‘ L at s 
Pies bee w S PA. y 5 
t we z s S. ee Me 8S x FY yi e DEERING 7 
cy x3 . in Sk Re Ww x 3 gs N 
<5 $ > “a a7 aN = SY S$ ¥  § 
ES ss & NY 8 x Py Ny 8 
8 8 x 3 ¥ 


Fig. 1.—Profile of Part of Milwaukee Division, Chicago & Northwestern Railway - Showing Track Elevation. 


threw_nearly everything off time on the division, and 
caused considerable trouble all round, as well as expense. 
The conductor of the freight train is responsible for 
the delays to other trains than his own. e used very 
poor judgment. He has been suspended 15 days. 

A loose wheel derailed a car on eastbound train when 
taking peed track. Another train was delayed on ac- 
count of pulling around the wreck through the house 
track. ey stalled on the house track, but instead of 
cutting part of their train off, and putting it on other 
end of passing track, and then getting the rest of it, 
they continued totry to pull the entire train at once, de- 
laying them 50 minutes. ‘this was very bad judgment 
on the part of the conductor and engineman. 

A freight conductor took a car of merchandise over the 
division as an empty car, and it had to be returned to 
point of origin. He has been suspended 10 days. 

A freight brakeman found two tramps in an empty 
car. Though they threatened to do him ily harm, 
and offered him money to let them ride, he ejected them. 
His conduct is approved, and this method is taken of 
commending him. It cancels several charges on the 
record book. 








Track Elevation on the Milwaukee Division of the Chi- 
cago & Northwestern Railway. 





The Chicago & Northwestern Railway last year com- 
pleted the work of raising its tracks on the Galena Divi- 
sion, between Sacramento avenue and West 40th street, 
about two miles. This work was described in the Rail- 
road Gazette, July 26, 1895, page 491. At the time the 
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Wrightwood avenue there will be an 8 per cent. rise 
for 1,219 ft., to a point south of Diversey avenue. From 



































N { Depress‘on| Width of |Clearance.| Elevation 
ame of street. of Subway.) Subway. eet. | of tracks, 
Feet. Feet. eet. 
Diversey ave....| 5.0 66 12.0 8.19 
Wellington st... 5.0 66 12.0 8.72 
Noble ave....... 50 63 12.0 8.68 
Belmont ave.... 45 66 13.5 8.65 
Melrose ave..... 0.7 66 100 8.81 
School st........ 2.8 66 12.0 8.83 
Roscoe st........ 2.5 66 12 6 8.64 
Cornelia st...... 3.0 €6 12.0 8 66 
Lincoln ave. and 
Addison st... 4.0 165 13.5 8.28 
TRO8 Bb... 5. 5.52 4.0 66 12.0 8.41 
Irving Park 
Boulevard.. 4.3 100 12.0 8.59 
Berteau ave..... 4.3 66 12.0 8.41 
Montrose ave... 4.5 80 12.0 7.77 
Sunnyside ave.. 2.5 80 10.0 7.97 
Wilson ave...... 2.0 80 10 0 8.40 
Leland ave...... 1.5 80 10.0 8.77 
Lawrence ave... 4.0 80 12.0 8.25 
Winnemac ave. 
(or Webster ave.) 3.5 66 12.0 8.30 
Foster ave. (N.| 
59h st.).... ...! 4.1 66 12.0 8.09 
Balmoral ave...| 36 66 12.0 8.58 
“otwl, 20 bridges, 





this point to the south side of Belmont avenue the grade 
will be .22 per cent. fora distance of 2,700 ft. Between 


The, work has been begun at Mentrose avenue and it 
is the intention to work south, completing the elevation 
of the tracks to Diversey avenue. If there is sufficient 
time remaining, the balance of the work north of Mont- 
rose avenue will be finished this year; if not, it will be 
carried over until next summer. 

Fig. 2 showsa plan of part of the territory covered, 
and with the profile gives a very good idea of the district 
through which the work is being carried on. It will be 
seen from Fig. 2 that there are no sidings which will be 
materially affected by this change. 

Material.—The material used for filling is white sand 
brought from Dune Park, Ind., via the Lake Shore & 
Michigan Southern and the Chicago Belt Railway. To 
carry out the whole plan will require 310,000 cu. yds of 
sand or about 12,000 carloads. This is being furnished 
by the Knickerbocker Ice Company, of Chicago. The 
total iron work for the 20 bridges will weigh about 
6,400,000 lbs. There will be 49,000 sq. yds. of street pav 
ing under the subways and 19,000sq.yds of sidewalk. The 
stone used is brought from a quarry belonging to the 
railroad company at Duck Creek, near Green Bay, Wis. 

The railroad company is doing the work of making 
the embankment. The Lassig Bridge & Iron Company 
furnishes all the iron work, and does-both the shop and 
field riveting. The masonry work and paving is let to 
contractors who do the excavating at subways. About 
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Fig. 2.—Plan of Part of the Milwaukee Division, Chicago & Northwestern Railway—Showing North and South Ends of Track Elevation. 


work on the Galena Division was undertaken, very little 
had been done by the railroads entering Chicago in track 
elevation; the Galena Division was so situated that the 
elevation of these tracks did not affect any other roads, 
hence the tracks on this division were the first to be raised. 
The methods used last year proved to be so satisfactory 
that the same general plan is now being followed on the 
Milwaukee Division. 

The work laid out for this year consists in elevating 


Belmont avenue and the south side of Grace street, a 
distance of 4,000 ft., the grade will be .07 per cent. From 
this point the new track will be level for a distance of 
10,700 ft., to a point just north of Balmoral avenue. The 
new line will then descend on a 5 per cent. grade to meet 
the old grade line at the south sideof Bryn Mawr avenue, 
a distance of 1,250 ft. It will be noted that the track when 
completed will be practically level for a distance of 
about three miles, 


300 men and 35 teams are employed at present 6a this 
work. 

Methods.—The methods used in placing the bridges and 
carrying them up along with the change of elevation in 
the roadbed is illustrated by the aceompanying engrav- 
ings made from photographs taken while the work was 
in various stages of progress. 

Owing to the length of the girders and the sharp 
curves in the tracks leading from the yards of the Las- 
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sig Bridge Works (shown in 
Fig. 2), the bridges were 
shipped to the Chicago & 
Northwestern Division 
shops in pieces and were 
there assembled. For this 
purpose a crane was built in 
the yards at the railroad 
company’s shops with a 
traveler overhead for lifting 
the various parts. 

Fig. 3 shows the craneand 
the work of assembling the 
girders at the shops, show- 
ing a set of girders blocked 
up and ready to have the 
cars run under them. When 
the bridge leaves the shop - 
the riveting is completed ; 
tae floor system is in place 
with the track laid, ready for 
the passage of trains. 

Fig. 4 shows how the ap- 
proaches are brought up so 
that trains can pass as soon 
as the bridge is in place. 
The girders rest directly on 
I-beams at either end, which 
are bolted to the girders, the 
grders and I-beams being 
raised together. 

As soon as the bridge is 
off the cars the work of ex- 
cavating for the subway 
is begun, and the masonry 
abutments are laid up as 
fast as possible. To facili- 
tate the masonry work the 
stone is unloaded each night 
and placed within easy reach 
of the masons Forthis work 
the large derrick car, belong- 
ing tothe railroad company, 
is used, the stone being 
sw ing over the side of the 
bridge. Fig. 5 shows the 
work on the abutments, the 
track being clear for tmaffic, 

After the bridge is placed 
the roadbed is brought up 
by sections following the 
plan outlined in the Rail- 
road Gazette of July 25, 1895. The bridges are raised 
12 in. at a time, 12 in. x 12 in. cribbing being used, 
and the abutments are carried up correspondingly. 
The roadbed is raised to suit the bridges. 

On the Milwaukee Division, where there are three 
tracks over the various bridges, two sets of girders are 
used and an intermediate floor is put infor the middle 
track after the girders are in place in thefield. Fig, 6 
shows this work in progress, a temporary traveling 
crane having been erected by cross timbers resting on the 
tops of the inside girders. 
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Fig. 3. 


the two outer tracks can be used. With this method 
one or more tracks are always open for traffic. 
[TO BE CONTINUED. ] 








The English Railroad Clearing House.* 





Mr. Chapman got his information from Mr. Smart, 
Secretary of the Clearing House, and he opens with a 
sketch of the history of the institution. The historical 
facts are mostly from the writings of Mr. Kenneth Mori- 
son, one of the early auditors of the London & Birming- 


companies ran the freight cars of other roads without 
paying mileage upon them. The clearing house was 
originated by Mr. Morison and Mr. Robert Stephenson, 
and it was first put into operation on Jan. 2, 1842, only a 
few railroads being included. At first the number of 
clerks was 4; by 1861 this was increased to 400, and in 
1892 there were no less than 2,100, including 450 car-rec- 
ord clerks scattered around at junctions throughout the 
country. 

In 1850 the regulations of the clearing house were em- 
bodied in an act of Parliament called the Railway Clear- 
ing Act, and since then practically all the important by- 
laws under which the committee and Secretary act have 
the force of statute law. Mr. Chapman epitomizes some 
of the clauses of theselaws. Seven per cent. interest is 
charged upon balances if not paid within certain periods; 
on mileage of freight cars,5 days; passenger cars, 7 
days ; demurrage of freight cars and ordinary merchan- 
dise traffic, 23 days. The committee has extensive 
powers, being authorized, for instance, to decide the cor- 
rectness of distances in doubtful cases. A uniform 
freight classification is used, the same being adopted by 
each company party to the clearing house. A _ road fail- 
ing to report aloss or damage case within 24 hours 
must itself assume the whole liability. The errors made 
by station agents and clerks in their reports are care- 
fully noted and tabulated monthly, as also all cases of 
delay in sending in abstracts, 

Mr. Chapman thinks that a clearing house could read- 
ily be established in the United States. The most 
prominent objection, long distances, is not serious. 
There could be branch clearing houses and these could 
report toa single central office. Traffic from Queens- 
town to Dublin, Ireland, is cleared locally in the Irish 
clearing house, while that from Queenstown to London 
is settled in the English office. Even the English clearing 
house has long distances to deal with, as, for instance, 
the fish traffic from the Orkney Islands to the south of 
England. Letters about that traffic frequently take five 
or six days in transit. 

Lhe advantages of aclearing house, the reduction in 
the number of ledger accounts, etc , are well understood 
and obvious. Being in “possession of information from 
both ends, the clearing house is frequently able to clear 
discrepancies at sight; and the English establishment in 
many cases has power to decide which information is 
correct. The clearing house being an impartial body 
and equally representing all companies interested, it is 
not necessary to check the returns sent in by them for 
three or more companies’ traffic—at any rate so the 
great railroads in England have decided—thus saving 
a considerable amount of labor. The clearing house 
receiving division sheets signed by all concerned, no 
disputes can afterward arise as to erroneous propor- 
tions, and where a mileage basis applies the clearing 
house decides which is the correct distance in case of 
doubt. 

All returns have to be sent in by the middle of the 
month and passenger returns generally within six days. 
Errors tend to diminish, as the manager very soon sees 
if a certain road’s clerks fall below the average in accu- 
racy. Mr. Chapman gives the following comparative 
statistics from the Board of Tradereturns and Poor’s 














_ Fig. 7is a view with the masonry nearly completed, 
lacking only bridge seats and shows the method of crib- 
bing up under the bridge. 

Fig. 8 is taken from the tracks and shows the ample 
clearance between the structure and the locomotive 
standing on the bridge. 

It will be noted that when the two outer tracks are 
blocked while the bridges are being unloaded, the mid- 
dle track is clear for trains, and when the middle track 
is out of service, while the floor system is being put in 





Fig. 6, 


ham. The need of a joint establishment for dealing with 
accounts became evident as far back as 1838, when the 
three companies making up the line from London to 
Liverpool found themselves doing a large through busi- 
ness. The settlement of accounts was accompanied by 
long delays leading to much angry correspondence, and 
even in those early and innocent (?) days some of the 

*From a paper by Mr. 8S. Chapman, General Auditor of the 
Interoceanic Railroad of Mexico, read before the Association 
Te Railway Accouating Officers, New York City, 

, 1896, 


Manual for 1894, The figures for Britain include only 
those of companies parties to the clearing house. 








U. 8. 
WE WN osc dn cdeceins dose ecekatecscvend 175,444 
Passengers carried, millions............... 583.2 
Passenger earnings, millions............... $276.0 
Freight carried, millions tons. . , 675.1 
Freight earnings, millions...... - £13.0 3700.5 
Parcels earnings, milllons.... .. --. ...... Ge ——i<“‘é‘é nk 


The writer assumes that in England a larger propor- 
tion of the traffic is interline than in the United States, 
There would be very much less work for the same traffic 
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in this country, because most of the freight in England 
is collected and delivered, and many clerks are required 
to keep the eollection and delivery accounts alone. 
Moreover, the English establishment keeps the statis- 
tics of parcel express business, amounting to $27,000,000 
a year. Also, there is much less joint use of passenger 
cars in this country. On the whole, Mr. Chapman 
thinks that 3,000 men could probably do the work of an 
American clearing house. The apportionment of the 
2,100 clerks in the English establishment is as follows: 





SUING MRED MINING. 6 5555505555505 05030 Dscvnwsennenwee 700 
Coaching (including parcels, etc., traffic)..................6- 500 
Mileage and demurrage (indoor and outdoor staff)......... 800 
Lost luggage.......ccccsees EGManb eS WRGAMAadiaohawel ene nbcmake 20 
ETI cos nsec iccedsceseyccssaushecbeechucdsuasasssxooance 80 

2,160 


About 12 years ago the amount of money cleared 
$as 18,000,000 sterling per year, or about 27 per cent. 
of the total earnings of the roads.* ‘The number 
of settlements made was 8,000,000, for merchandise 
alone, covering some 3,000,000 pairs of stations. It 
would thus appear that the average shipment passed 
over 23, railroads. In 1884 there were 45,545 passenger 
ears in the United Kingdom and 467,181 freight cars. 
Taking 73 per cent. as engaged in “local” traffic, we 
have 138,436 engaged in interline work. The clearing 








5. In the case of companies whose lines are used inter- 
mediately for the passage of ‘‘through” traffic, the pro- 
tection of the clearing-house is necessary; and in the 
event of streams of traffic being diverted, the advantage 
of the wagon records in determining the route is invalu- 
able. 














house charged mileage amounting to about 4,000 miles per 
vehicle and in addition about three and one-half days’ 
demurrage. These charges involved some 34,000,000 
entries. 

In a preliminary paper such as this it is impossible to 
cover the ground thoroughly, but I hope that my notes 
may lead to a general consideration of the scheme. If 
we can learn the proportion of interline traffic in relation 
to total, and the number of clerks engaged on such work 
and who could be dispensed with if a clearing system 
were inaugurated, the English Clearing House will 
tell us the voluine of business cleared by them; the 
estimated number of clerks that could be dispensed 
with if traffic were only station to station; and the 
number of clerks engaged on parcels, etc. With such 
data a more or less intelligent idea could be formed as 
to probable saving consequent upon the introduction of 
a clearing system. 

Mr. Chapman supplemented his paper by the following 
communication from Mr. John Partington, Audit Ac- 
countant for the London & Northwestern. 


1. There isno advantage in settling two companies’ 
traffic in the clearing house if the point of exchange be 
not open to doubt, or an agreed route list be in opera- 
tion; the L. & N. W. with Caledonian Group is of this 
nature. 

2. It ismore economical to settle privately where the 
traffic is between two stations of one company and 
passes intermediately over another company’s line. 

3. Further, it is because two companies’ passenger 
traffic can be cleared more cheaply without the inter- 





6. The receipt of settlements of traffic in one uniform 
shape, size and manner is a great convenience to the 
companies; many companies would find it somewhat 
difficult to train their staff to the making of private 
settlements. 





is probably the best organized and most efficient in 
existence for adjusting payments arising from the inter- 
change of stock. 

9. Nevertheless, the concentration of so many settle- 
ments under one roof makes the establishment somewhat 
unwieldy, which leads to complication and to methods 
being applied to ensure accuracy which would be un- 
necessary if the house were of smaller proportions ; the 
settlement of all two companies’ traffic privately would 
tend to correct this. 

10. Beyond its original design the clearing-house has 
seoviiel the collective companies with neutral ground 
where administrative and parliamentary measures are 
discussed at regular intervals, and arranged by the 
representatives of the whole of the railways of the 
United Kingdom much more conveniently than if desul- 
tory or chance meetings were held at uncertain places 
and convoked at the instance of a particular company. 

11. Again, in dealings with the legislature and the 
public, the varying interests of the separate companies 
are thus more easily consolidated and concerted action 
more promptly agreed upon, which, in many cases, is not 
only desirable but absolutely necessary. f 

12. The expensive process of dividing traffic when it 
reaches 20 shillings a month between a pair of stations 
by mileage after deducting terminals, is no doubt anti- 
quated, and in lieu thereof only very large traffics should 
be so dealt with, the residue being allotted to the com- 
panies interested in fixing ane subject to re- 
vision from time to time. This would effect a great 
saving. 








Disastrous Crossing Collision at Atlantic City. 
By a collision of passenger trains at the crossing of the 
West Jersey & Sea-Shore and the Atlantic City rail- 
roads, two miles from Atlantic City, N. J.. on the even- 
ing of July 30, at about 6:50 o’clock, 42 persons were 
killed outright and over 50 very badly injured, five of 














Rig. 7. 


7. There are, however, larger considerations which in- 
fluence the companies in upholding the elearing-house, 
among which are: 

(a} The maintenance of an impartial tribunal for 














Fig. 8.—Track Elevation of the Milwaukee Division, Chicago & Northwestern Railway. 


(For descriplion see page 549.) 


ference of the clearing house that the companies practi- 
cally arrange these settlements direct. 

4. In 1862.a committee of experts, who inquired into 
the advantages of the clearing-house constitution, re- 
commended that in the case of two companies’ traffic it 
was desirable that more extensive settlements between 
the companies should obtain. 





“For 1894 Dr. Taussig, in his paper given in the Rail | 
Gazette, May 22 and 29, gives the clearings as 37 vent. 0 
cae seni aalloees g clearings as 37 per cent, of 


the settlement of the constant disputes arising in 
regard to invoices or divisions of traffic. 

(b) The assurance of punctuality in the payment 
of balances. 

8. So long as the existing basis of charging for the use 
and detention of rolling stock prevails, the mileage de 
partment cannot possibly be dispensed with. The work 
could not be done ina fragmentary manner by individual 
companies with anything like the success which is at 
present attained, and that branch of the clearing-house 


whom have since died. The scene of the collision is on 
the ‘‘ Meadows,”’ where the roadbeds are surrounded by 
low ground and mostly surrounded by water. Running 
westward from Atlantic City, the West Jersey road (a 
Pennsylvania line) is north of the Atlantic City road (a 
Philadelphia & Reading line) and nearly parallel to it 
for most of the two miles. and the crossing is at an acute 
angle. The trains in collision were an excursion of the 
West Jersey, bound from Atlantic City to Bridgeton and 
the reguiar express train of the Atlantie City road, 
leaving Philadelphia at 5:40 p.m. The latter train ran 
into the former, striking the second and third cars from 
the engine. The Reading engine was derailed and over_ 
turned and the engineman was killed; the fireman 
jumped, or was thrown out, and was not badly hurt. 
No passengers on this train were injured. Two cars of the 
excursion train were completely demolished and the in- 
juries to the occupants were frightful in the extreme. 
One car was filled with steam from the broken locomo- 
tive and the uninjured passengers, fearing scalding | 
jumped out of the windows. Another car was partially 
submerged in water. The wreck took fire from the coals 
in the locomotive and, to many of the victims pinned 
down in the wreck, this was an additional terror; but 
the flames were extinguished before doing appreciable 
damage. 

The crossing is equipped with interlocked semaphore 
signals, home and distant, but has no derailing switches. 
The home signal that was overrun is 117 ft. from the 
crossing, and the distant is about 947 ft. away. The 
points where approaching trains ring annunciators are 
about 1 mile from the crossing. The Reading is also 
equipped with Hall automatic block signals operated by 
a track circuit, and at this point the Hall disks are on 
the same posts with the semaphores, the automatic 
signal being controlled, however, by the track circuit 


alone. 
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The statement of the operator at the crossing, George 
F. Houser, is straightforward. The Pennsylvania train 
stopped before passing over the crossing, and started 
only after he had cleared the signal for it. Houser has 
been employed at this place only one month. His salary 


these transformers, as well as a marble switchboard 
with all necessary instruments for controlling their op- 
eration. 

The pole ine will be erected by the White-Crosby Co. 
This line will run from the transformer house at Niagara 





™~ 





Fig. 1.—Plant Erected to Test Fireproofing Structural Metal in Buildings. 


is $40amonth. The engineman ofthe Reading train, 
Edward Farr, was instantly killed. he Reading train 
approached the crossing at high speed, and was seen a 
mile or two away by the Pennsylvania engineman. 

The newspapers have stated that there were formerly 
derailing switches at this crossing, but such is not the 
case. 

For further information we shall have to wait for the 
report of the coroner’s inquest, which at this writing 
has developed nothing to contradict the press reports 
first sent out, that Engineman Farr was running much 
too fast and failed to heed the distant signal soon 
enough. He seems to have been running at high speed 
when he struck the othertrain. The line was straight 
and the weather clear. The reporters have speculated 
concerning the possibility that Houser bad given a clear 
signal to the Reading train, and then at the last 
moment, or perhaps after Farr had passed the distant 
signal, changed the signal and gave the right of way to 
the other train; but there is as yet no evidence of this. 
Houser had just come on duty (the day man being only 
800 ft. from the tower on his way home). 








Transmission of Power from Niagara Falls to Buffalo. 





The first step toward the actual transmission of the 
power of Niagara Falls over any considerable distance 
has been taken, and Buffale will be the first city to re- 
ceive the power. It is expected that by the middle of 
November next the cars of the Buffalo Railway Com- 
pany will be driven by the electricity generated at the 
power-house by the side of the great cataract, and the 
transmission of its power over a long distance will have 
become an accomplished fact. 

The three-phase system of transmission, as developed 
by the engineers of the General Electric Company, will 
be employed. The advantage in favor of the three-phase 
over the two-phase system lies in the fact that the trans- 
mission can be effected over three wires, whereas in the 
two-phase four wires must be used to convey the same 
amount of power. 

The contracts were made between the Cataract Con- 
struction Company supplying the electricity, and the 
General Electric Company, and between the latter com- 
pany and the Buffalo Power & Conduit Company, con- 
trolling the supply and distribution of the Niagara 
power in Buffalo, and the Buffalo Railway Company. 
The contracts provide for all the apparatus and machin- 
ery necessary for the transformation of, transmission, 
transformation down, conversion and delivery of 1,006 
H. P. to the overhead wires of the Buffalo Street Rail- 
way system. 

The contract with the Cataract Construction Com- 
pany covers three of the air-blast type transformers. 
These will be the largest transformers ever constructed, 
and will step up the Niagara 2,200 volt two-phase current 
to either 11,000 or 22,000 volts three phase. Any two of 
the transformers together will deliver 2,500 H. P.; the 
third is a spare one. It is the intention of the Cataract 
Construction Co, to commence transmission operations 
at 11,000 volts, and later to increase the capacity of their 
transmission system by increasing the potential to 22,000 
volts. The transformers will be designed and insulated 
to withstand the latter pressure. A complete system of 
air-blast apparatus is also to be provided for cooling 


Falls along the two-mile line road near the track of the 
New York Central and Erie railroads, will cross the 
creek at Division street, and from Tonawanda to the 
Buffalo city line will follow the canal banks. 


Fig. 5. Fig. 6. 


For transforming the power down and converting it 
into that suitable for street railroad purposes the 
Power & Conduit Co. will use four static transformers 
of about 360 H, P. each and two 50-H. P. rotary convert- 





Fig. 7. 





ers. ‘The transformers will reduce the line potential of 
from either 11,000 or 22,000 volts to 400 volts, at which 
voltage the three-phase current will be turned into the 
rotary converters, and then converted into direct current 
for the road at 550 volts. These transformers and con- 
verters will be set up in the Niagara street power sta 
tien. The converters will be compound wound, and will 
operate in multiple with the steam driven generators 
supplying the balance of the power necessary for the 
operation of the system. The transformers will be of 
the iron-clad type with steel frames, with collector rings 
for the three-phase current at one end, and acommutator 
for the direct current at the other. They will have six 
poles and will run at 500 revolutions per minute, and are 
similar to that placed in the Niagara power-house to 
furnish current to the Buffalo & Niagara Falls Railroad. 





Report of the Committee on Fireproofing Tests. 

The following report, addressed to the Tariff Associa- 
tion of New York, the Architectural League of New 
York and the American Society of Mechanical En- 
gineers, will be read with interest every where. The 
Joint Committee which was appointed to investigate 
and test methods of fire proofing structural metal in 
buildmgs and to obtain data for standard specifications, 
consisted of the following gentlemen: S. Albert Reed, 
of the Tariff Association of New York; George L. 
Hines, of the Architectural League of New York; H. 
deB. Parsons and Thom is F, Rowland, Jr., of the Amer- 
ican Society of Mechanical Engineers. The com- 
mittee have labored for more than a year without com- 
pensation and deserve great credit for the thorough 
manner in which the tests were conducted. The report 
is accompanied with half-tone engravings which’ were 
reproduced from photographs taken at the completion 
of each test. 

The committee, after having effected its own organiza- 
tion, determined to add to its numbers by the creation of 
an Advisory Board. This step was taken for the purpose 
of more widely increasing the interest taken in the experi- 
ments, and also to prevent, as far as possible, the im- 
pression that the work was of a sectional or local char- 
acter. The names of the gentlemen who accepted 
invitations to serve on this Advisory Board are as fol- 
lows: 


Edward Atkinson, President Boston Manufacturers’ Mutual 
Fire Ins. Co. 





Fig. 4. 


Fig. 8. 


Osborne Howes, Secretary, Boston Board of Fire Under- 
writers. 

Charles A. Hexamer, Secretary, Philadelphia Fire Under- 
writers’ Assn. 

H. H. Glidden, Manager, Chicago Fire Underwriters’ Assn. 
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W. Martin Aiken, Supervising Architect, U. S. Treasury 
ept. 

Hepresentative, Illinois Chapter, American Inst. of Archi- 
ysgrenson Constable, Superintendent of Buildings, New 


George B. Post, New York Chapter, American Inst. of 
Architects. 
F. H. Kindl, Structural Engineer, Carnegie Steel Co 
John R. Freeman, Chief Inepection Dept., F. M. I. Cos. 
aeer Marten, President, Stevens Institute of Tecanology. 
1.u.W. oodbury, Member Am. . Civil Engineers. 
ii, B. Bekorg Dwight Survey and Protection Bureau, New 


F. %S. Moore, Delegate, N. Y. Board of win Underwriters, to 
Board of Exam. of Department of Building 

Wm. A. Wahl, Secretary, Franklin Institute, Philadelphia. 

John T, Williams. 

The committee also wishes to take this opportunity of 
publicly thanking the parties mentioned below for their 
offers of assistance, namely: 

The Continental Iron Works, for permission to use part of 
their aye and for numerous courtesies which have been ex- 
tended to the committee from time to time. H 

The Carnegie Steel Company, Limited, for their offer to 
=" all the structural steel that your committee may 
ne 

Meesrs. J. B. & J. M. Cornell, for their offer to a, the 
cast-iron columns for which your committee may a 

Messrs. Sinclair & Babson, for their donation of 5 bbls. of 
Alsen cement. 


The Lorillard Brick Works Company, through Mr. Henry 
M. Keasbey, 54,000 common bricks. 

Mr. Henry A. Maurer, for his donation of 14,000 fire bricks 
and 14 bbls. of fire clay. 

During the Winter just passed, the committee 
erected a testing plant, as shown in the accompanying 
photograph. The gas producer in the background is 9 
ft. in diameter by 12 ft. in height, and is equipped with 
a hopper valve on top. Gasis generated by means of 
steam from the boiler as shown, and carried into the 
furnaces through pipes, as clearly indicated in the pho- 
tograph (Fig. 1). The foundation shown on the left is 
ready for the erection upon it, of a furnace for testing 
beams and floors. Its dimensions are, length 27 ft. 
width 12 ft., but it can be arranged to take larger beams 
if so desired. The furnace shown on the right is for 
testing columns, and is 14 ft. square, outside measure- 
ment. 

The arched roof is made of fire brick and is independ- 
ent of the side walls, being supported by outside corner 
posts The walls are of common brick, but can easily be 
changed so that experiments can be made on other ma- 
terials. One side wall and the end wall with the door, 
are 121¢ in. in thickness; the rear wall is 814 in., and the 
fourth wall is 4 in. inside, 2 in. air space and 81g in. out- 
side, making a total thickness of 1414 in. 

The floor is covered with fire brick, with openings left 
for the branch gas pipes and air spaces to support the 
combustion. These branch gas pipes are 4in. in diam- 
eter, capped with tuyeres reduced to 2 in. In order to 
increase the temperature when desired, a barrel of naph- 
tha is connected by means of a small pipe, and blown 
into the gas pipe at the ‘‘Y’’ branch by means of a steam 
jet. 

The column is placed in compression by means of an 
hydraulic ram underneath, resting on three 24-in. I- 
beams, the same as those across the top furnace shown 
in the photograph. In order to keep the entire length 
of the column within the furnace, filler blocks-of cast 
iron are placed between the ends of the column and 
these I-beams. The hydraulic ram is 12 in. in diameter, 
and the water pressure can be carried to 2,500 Ibs. per 
square inch. 

The temperature is measured by means of a Uehling 
& Steinbert pyrometer. As this pyrometer is in com- 
mercial use, and has been thoroughly tested and de- 
scribed in various scientific journals, it is not necessary 
to enter here into a detailed description. 

The money to carry out this work has been advanced 


these tests then to be taken as a basis of comparison 
with those that were to follow. 

Second, that a series of tests be made with similar 
steel and cast-iron columns, protected with different 
materials and in different manner. 

Third, that a series of tests be made on unprotected 
beams and girders. 

Fourth, that a series of 
tests be made on protected 
beams and girders. 

It has also been proposed 
that each series be divided 
for test both with and with- 
out water. 

Your committee has com- 
municated with many manu- 
facturers of fireproofing 
materials, and has been in- 
formed that these manu- 
facturers will submit their 
materials for purposes of 
tests. 


TEST| N27. 


RESULTS. 

The result of this series of 
tests is shown in the accom- 
panying diagram (Fig. 2), 
where the solid line repre- 
sents the temperature and 
the dotted line the load on 
the column. 

Test No. 1 was made ona 
steel column, when the tem- 
perature was raised rapidly. 
Test No. 3 was made cna 
cast-iron column under sim- 
ilar conditions. Both col- 
umns began to fail as soon 
as they showed “ red.”’ 

Test No. 2 was made on a 
steel column, when the tem- 
perature was raised more 
slowly than in the other tests 
just described, and Test No. 
4.was made on a cast-iron 
column under similar con- 
ditions, Both these columns 
failed when they began to 
show “red,” although the 
time was longer than in 
Tests 1 and 3, 

Test No. 5 was made ona 
cast-iron column, a jet of 
water being thrown upon 
jt through a %-in. nozzle. 
The column was first heated 
to 675 deg. and _ then 
quenched with water with 
out injury. The heat was 
then slowly raised again to 
775 deg. and the column 
again quenched with water. 
The heat was then raised 
slowly to a temperature of 1,075 deg. and the column 
which then showed a ‘‘dull redness,”’ was again quenched 
with water. The heat was then raised again to 1,300 
deg. and the column, which now showed a “bright red,”’ 
was again quenched with water. The column was be- 
ginning to yield by bending just before the last applica- 
tion of the water. The column was apparently unaf- 
fected by water, although it failed by bending under the 
load, the same as in cases 3 and 4. 


TEST|N2? 
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Fig. 3—Columns Tested by the Committee on Fireproofing Tests. 
by various parties. The yemnngeee report shows a total Column Test No. 1. 
expenditure up to July 22, 1896, of $3,103.30. Fire Test without water. May 19, 1896, 


Your committee decided that it would be best to make 
the tests according to the following programme : 

First, that a series of tests be made on steel and on 
cast-iron columns, without any fire protection whatever, 


Steel column. ' 
The walls of the furnace were of common brick, as de- 
scribed, and the door was closed with a double thickness 
of sheet iron, which made the opening practically tight. 


TEST | N2°F.\CAST|/RO 





The column wasa Carnegie Steel Box Channel, of the 
dimensions as shown in the photograph (Fig. 4)and was 
unprotected. 

The weather was clearand warm, with only a slight 
breeze from the west. Temperature of air 80 Fahr. in 


the shade. 
The gas producer was fired the day before, with valve 


TEEL| COLUMN, 


COLUMN. 


| CAST |/RON | COLUMN, 


Temperature is indieated by Full Heavy Lines, Vertical spaces = 5(0° F. 
Hydraulic Pressure by Dash and Dot Lines, Vertical spaces = 50 tons. 


Fig. 2.—Diagrams of Pressures and Temperatures in Fireproofing Tests, 


closed against furnace. The packing in the hydraulic 
cylinder leaked and a fitting of the pipe gave out as test 
started. These causes delayed the use of the water 
pressure. 

The column would have failed sooner if the working 
load of 80 tons could have been used. 

The result of the test is shown in the flashiight photo- 
graph (Fig. 3) taken of the column before it was dis- 
turbed. After the column was removed from the furnace, 
photograph (Fig. 4) was taken. The brick walls cracked, 
as is shown in photograph (Fig. 5), the greatest damage 
taking place where one wall was bonded into the next 
and the cracks at these places extended through the 
bricks. Along the horizontal joints the walls cracked 
most on the bond courses. All the walls were hot, the 
8-in. wall being too hot to hold the hand in contact with it 

LOG OF TRIAL. 








Pyrom.| Hydraulic 

eter. | Pressure. 

Deg. |Total load 
Fabr. tons, 


Remarks. 





Wood ‘ire lighted. 

Gas turned into furnace. 

Furnace door closed. 

Naphtha valve slightlly open. 

Pyrometer put in furnace through 
lower hole, 2 ft. above the fur- 
nace floor, with point 12 in. from 
column. 








Pressure oncolumn. Light Load. 


| Pyrometer point 24 in. from 
| column. 

11:25 GOB besccssceucos Raking gas producer; gas shut. 

rt ae eee weal Gas sc on again. 

WTSS. | GES Ft wccicccwsae No nap 

ga eT Half Gan tof naphtha. 

11:38 DOO t iccasccecen 

11:40 | 1,175 14.13 Water pressure on. 

11:41 1,180 28.26 Quarter faucet of naphtha, 

11:46 | 1,175 ....|Pressure off, water valve repacked. 

BERD 1 ENED: bcc ccccecoe Closed all air openings. Water 
pressure on. 

11:55 | 1,200 48.06 Column began to show “red.”’ 

11:56 BIO) ll cis ccnsaeone Column began to yield. 

11:59 | 1,225 42.41 Hydraulic pressure falling fast. 

BRO b Teese Adcaccsccesss Pyrometer shut off. Pyrometer 
raised to upper hole, 8% ft. above 
floor, and at a point 3 ft. from 
column. 

FST) ip 6. LE Ps 

12:25 1.250 sae senseincl Gas shut off. 

















Strength by Gordon’s Formula: 


Breaking strength per square inch ............ 45,630 ibs. 
Area of cross section.............. Saramtenassinn aan. 
Breaking load, 15 x 45,630...... aissieceees 450 Re. 342 tons 
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Actual greatest load, cold, 141.4 tons,with no change of 
form. 
Column Test No. 2. 
Fire Test without water. May 27, 1896. 
Steel column. Furnace same as Test No. 1. 

The column was a Carnegie steel Z bar, as shown in 
the engraving (Fig. 5)and was uncovered. The weather 
was clear and warm, with a moderate breeze from the 
northwest. Temperature of air, 80 in shade. 


LOG OF TRIAL. 




















. Pyrom-| Hydraulic 
i eter. | pressure. Remarks. 
““* | Deg. |/Total load 
Fahr. tons, 
2:23 We Naveen -.....|Pyrometer point 3 ft. from column. 
2:24 200 84.8 ood fire lit. 
2:30 650 848 Gas turned on. 
SO lescenues 81.8 Door closed. Full cock of naphtha. 
2:35 | 1,000 81.8 One-quarter cuck of paphtha. 
2:36 1.300 84.8 
337 1,350 81.8 
2:38 | 1,375 81 8 Naphtha closed. 
339 =| 1,300 84.8 
2:40 | 1,135 84.8 One-eighth cock of naphtha. 
2:4044) 1,300 81.8 
2:41 | 1,325 84.8 
2:42 | 1,250 81 8 
2:43 | 1,200 81.8 
2:44 | 1,175 84.8 Mamie cock closed to ‘‘drop- 
Pp 1] Ty 
SME: fewccnce 84.8 Pyrometer moved to 2 ft. from 
column as flame touched point. 
2:46 | 1,125 8.8 |Column began to yield. 
2:47 1,125 81.8 Column yielding fast. 
2:49 | 1,100 84.8 Impossible to maintain hydraulic 
z.51 | 1,100 Pump and gas stopped 
“ ’ a iuseedashs mp and gas stopped. 
2:52 MM Fi. pcencuaces Pyrometer closed. 











The result of this test is shown in photographs (Figs. 7 


and 8). 

Strength by Gordon’s Formula: 
Breaking strength per square inch............. 42,820 Ibs. 
Area of cross section... ...... . POP CPe POC erect 14.15 sq. in. 
Breaking load, 14.15 x 42,820........ 605,900 Ibs., 303 tons. 


Column Test No. 3. 
Fire Test without water. June 30, 1896. 
Cast-iron column. Furnace same as Tests 1 and 2. 
The column was.a cast-iron, hollow, round column, 
with flanges faced on both ends, as shown in photograph 
(Fig. 6), and was uncovered. It was cast horizontally, 
with a dry sand core, by the Cornell Iron Works, New 
York. 
The weather was clear and warm, with a slight 
breeze from southwest. Temperature of air, 75 Fahr. 
LOG OF TRIAL. 

















, Pyrom-| Hydraulic 
e mM. | eter. | pressure. Remarks. 
ai ig. {Total load 
Fabr. tons. 

BAB feccccces 1431 Wood fire lit. 

2:45 | cccccee 84.8 Gas lit; door being closed. 

i i aa 84 8 Pyrometer in place, 18 in. from 
column. 

2:51 575 81.8 

2:54 84.8 

2:57 625 84.8 Gas shut off to poke producer. 

2:59 500 84,8 

3.00 475 56.3 Removed some locse bricks that 
interfered with tuyeres. 

3:04 425 28:2 

3:05 We fos ccvecevase Gas turned on, door closed. 

3:06 650 15.5 

3:08 OW i.... ....|Air openings closed. 

3:12 600 11.3 Door down to arrange bricks. 

3:13 Ct eee Door closed. ; 

ee | See Sa Naphthua valve opened one-half. 

3:14 750 Seaetag'g" 

3:15 812 42.4 

3:17 900 81.8 

3:21 950 84.8 

3:25 | 1,000 84.8 

8:25 | 1,025 84.8 

3:28 1.050 84.8 

3:30 1,025 81.8 

3:32 1,025 84°8 

3:36 1,100 84.8 

3:37 | 1,195 84.8 Slight redness reported by some. 

3:40 | 1,137 84 8 Column reported bent slightly. 

3:43 1,175 84.8 

3:44 | 1,200 84.8 

3:47 | 1,250 84.8 

3:50 | 1,225 84.8 

3:52 1,175 84.8 

3:55 | 1,200 81.8 Gas shut off. Door down. Column 
decidedly red and bent. 

4:04 387 81.8 Gas on and door closed. 

4:08 925 814.8 No naphtha. 

4:09 925 81.8 Naphtha turned on one half cock. 

4:10 | 1,000 84.8 

4315 | 1112 84.8 

4:42 | 1,125 84.8 Gas shut off. Stopped pumping. 

















Strength by Gordon’s formula was as follows: 
Breaking strength.............ceeee.eeeeee -902,000 Ibs. 
Safe load 3 x 902,000................ 180,400 lbs.- 90.2 tons 

The result of test No. 3 is shown in photographs (Figs. 
10 and 11). 

Column Test No. 4. 
Fire Test,without water. July 6, 1896. 

Cast-iron column. Furnace same as Tests 1, 2 and 3. 

The cclumn was a cast-iron, hollow, round column 
with flanges faced on both ends, and was uncovered. It 
was cast horizontally with a dry sand core by the Cor- 
nell Iron Works, New York. The column was the same 
as illustrated in photograph (Fig. 7) with the following 
exceptions: Length over all, 13 ft. 34 in.; thickness of 
flanges, 15g in.; flanges reinforced by four ribs, each % 
in. thick, reaching from outer end of flange to cylinder 
at an angle of about 45 deg. 

The result of the test is shown in photographs (Figs. 
12 and 13). The fracture occurred at about the center 
of the columa, where the deflection was the greatest. 
There was a crack about 5 in. long about 7 in. above the 
fracture on the convex side of the column, showing that 
the column first pulled apart on the outside of the bend. 
No water was thrown on this column during the test, 


LOG OF TRIAL, 








; ’ 
. Pyrom-) Hydraulic | 
aime. Remarks. 


eter. | pressure. 
M. Deg. {Total load, 
‘abr. tons. 


See KAN | Wood fire lighted. 




















2:22 

BE Pe nsences 84.8 Gas lighted. 

See leedoscs< 84.8 Pyrometer placed 18 in. from col- 
umn. 

We? be cxennnc 84.8 Door closed. 

2:30 675 84.8 

2:31 875 84.8 

2:33 900 84.8 

2:35 912 84.8 

2:40 950 84.8 

2:43 975 84.8 

2.44 1,000 84.8 

2:45 1,000 84.8 

2:49 | 1,000 84 8 Naphtha used, 14 cock. 

2:51 1,125 84.8 

2:52 | 1,100 84.8 More naphtha, 36 cock. 

2:53 | 1,200 84.8 |More gas. 

2:54 | 1,300 96.1 

2:5444) 1,325 84.8 

2:57 | 1,350 81.8 Column bending. 

2:59 | 1,350 81.8 More naphtha. % cock. 

3:01 | 1,375 818  |Color reported. 

3:03 | 1,500 84.8 

320344) 1,525 84.8 |Column yielding fast. 

3:05 | 1,550 84.8 Column broke suddenly. 








) 
| 
| 
| 
| 


COLUMN TEST NO. 5. 
Fire Test with Water, July 10, 1896. 

Cast Iron Column. Furnace, same as Tests Nos. 1, 2, 3, 
and 4, 

The column wasacast iron, hollow, round column, 
with flanges faced on both ends, and was uncovered. It 
was cast horizontally with a dry sand core, by the Cor- 
nell Iron Works, New York. The column was the same 
as illustrated in photograph (Fig. 8) with the following 
exceptions: Flanges were 1% in. thick, and were re-in- 
forced with four ribs as in Test No. 4. There was a 
slight defect in this casting, there being a porous por- 
tion a few inches long on one side about 3 ft. 6 in. from 
the lower end. 

The weather was partly cloudy and sultry. There was 
a stropg wind from the southwest. Temperature of the 
atmosphere was 80 deg. Fahr. 

Water was thrown upon the column through about 50 
ft. of 214 in. rubber hose and a %-in. nozzle. The pres- 
sure at the hydrant was 50 lbs. 








LOG OF TRIAL. 





























‘ind Pyrom-|Hydraulic 
H . | eter. | pressure. Remarks. 
*™*! Deg. |Total load, 
abr. tons. 

i! Bl eereres 84.8 Wood fire lighted. 

a ee 84.8 Gas lighted. 

2:29 600 84.8 Door closed: Pyrometer in place 
18 in. from column, 

2:31 625 84.8 

2:32 675 84.8 

2:33 700 84.8 

2:36 675 84.8 Pyrometer moved back 5ft. from 

5 column. 

2:40 625 84 8 

2:41 675 84.8 

2:42 525 84.8 Water thrown on column cne 

ie minute 

2:43 450 84 8 Door open. Fire out. 

2:44 400 81.8 Door open. Fire relighted. 

2:46 425 84.8 Door closed. 

2:47 340 84.8 

2:49 | 1,000 84.8 Heat raising too fast. 

2:51 650 84.8 

2352 675 84 8 

2:55 700 84.8 

2:58 750 84.8 Pyrometer 3 ft. feom column, 

2:59 800 84.8 

3:01 740 84.8 

3:02 750 84.8 Pyrometer 18 in from column. 

3:05 785 84.8 Pyrometer moved back 5 ft. from 
column, 

3:06 775 81.8 

3:09 400 84.8 Water on column 4 minute. Fire 
out. Door down. 

SIGE sancdcsbiacsas .../Gas relighted. Door clo-ed. 

3:19 675 84.8 Pyrometer 18 in. from column. 

3:22 700 84.8 More air admitted. 

3:24 725 81.8 

3:27 775 81.8 

3:28 800 84 8 

3:30 900 84.8 

3:35 1,025 84.8 

3:40 Be Uedcewdcea tas 

3:41 ,050 84.8 

3:50 050 84.8 Column red. 

3:55 | 1,075 84.8 Water on column % minute. Fire 
out. Doordown, More water on 
column as it was still red. 

4313 |........ 81.8 Gas relighted. 

4:17 750 84.8 Pyrometer 18 in. from column. 

4:21 787 84.8 Naphtha, 4 cock. 

4:23 900 84.8 

4:24 | 1,025 84.8 

4:27 | 1,150 84.8 

4:29 1,200 84.8 

4:30 1,250 84.8 Column getting red. 

4:31 1,275 84.8 Column bending. 

4:32 | 1,280 84 8 

4.34 ,309 84.8 Pyrometer moved back. Water on 
column 1 minute. 

GSR Foi sexcus 84.8 Door down and water on column 


again 2 minutes. 




















The result of this test is shown in photograph (Fig. 14). 

The column was very red when the water was thrown 
on it the last time. The brick walls and arch roof 
cracked when water fell on them. The column was 
badly bent, but otherwise appeared uninjured. 








The Hancock Hose Strainer. 





-We illustrate by exterior and sectional views the pa- 
tent hose-strainer made by the Hancock Inspirator Com- 
pany, of Boston. It consists of a perforated copper 
plate A in a metal frame which fits into slides in the 
body. By removing the tapered key, the bonnet can be 
easily taken off and the copper plate removed and 
cleaned. The bonnet is fitted with a ground joint, and 
the seat is so located as to he protected from damage. 
The perforated plate rests at such an angle that coal or 


other sediment from the tank will drop below the plate 
and not interfere with the waterway. The strainers are 
made right and left, one end fitted for the size of hose 
coupling to be used, and the other end to fit standard 
sizes of iron and copper pipe as desired. As will be seen, 
the especial feature lies in its simplicity of construction. 











The Siberian Railroad.* 





The Minister of Ways and Communications has made 
a@ report to the Siberian Railroad Committee on the 
status of said road and the progress made in 1895. From 
this report, it appears that during the season of 
1895, 1,385 versts (91844 miles} were built, and that 
the whole length of the great central Siberian Rail- 
road from Cheliabinsk to Vladivostok is 6,858 versts 
(4,547 miles), of which at the time of ceasing work 
in 1895, on account of the winter season, 2,487 versts 
(1,649 miles), or 201 versts more than one-third of the 
whole line was completed; and that now, since the rail- 
road has been completed to Krasnoyarsk, Russia pos- 
sesses a direct route from St. Petersburg to the River 
Yenesei, a distance of 4,610 versts (3,05634 miles). A good 
deal of work has also been done on the branches. 

The great problem of the Siberian Railroad—how to 
cross the formidable mountains of the Chaman Duban 





The Hancock Hose Strainer. 


group, spurs of the Siansk chain, with the numerous 
canons running through them, around the south of Lake 
Baikal, which would make the engineering work equal 
to that of half of the entire railroad—has been solved, and 
the solution of the difficulty is the ferrying of trains 
across in the same way as between Denmark and Swe 
den from Elsinore to Helsingborg, or on Lake Michigan, 
betwee Kewaunee, Wis., and Frankfort, Mich. A great 
dea! of discussion is now heard as to the feasibility of 
the scheme, which reminds me of what took place four 
ears ago, when the scheme between Kewaunee and 
rankfort was talked about, experts doubting the 
feasibility of the line, which has since proved success- 
ful in every respect. The distance of the line across 
Lake Michigan is over 60 miles, whereas the distance 
under contemplation across Lake Baikal is only 30 versts 
(not quite 20 miles). a 
After —s the lake, the old survey again runs 
north to Posolskoi and thence resumes its former eastern 
course. This the Russian Government is now trying to 
avoid, and is making efforts to lead it throu an- 
churia for several advantageous reasons. The road 
through Manchuria would be about 1,000 versts (663 
miles) shorter and much less expensive, besides being of 
great commercial advantage, since it would pass through 
a densely populated region, rich in natural products and 
lacking in manufactured goods. But, whether the 
Russian Government has succeeded in the ——— of 
the matter in Peking or not, is not yet publicly known. 
How much the Russian Government is interested in 
its railroads is shown in the budget for 1896. The 
Minister of Finance brought in an item, under the head 
of *‘extraordinary expenses,” of 130,459,580 rubles, which 
is divided as follows : For the construction of the Siberian 
Railroad, 82,248,170 rubles ; for subsidiary enterprises 
connected wich the construction of the Siberian Rail- 
road, 2,485,410 rubles; for construction of other railroads 
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of general importance, 15,726,000 rubles ; for construction 
of local railroads and connecting lines, 10,000,000 rubles ; 


and for rolling stock, 20,000,000 rubles. 
JOHN KAREL 
Consul-General. 


St. PETERSBURG, Jan. 14, 1896. 





Pate Thecoming spring will, therefore, at least, open 
a direct all-rail communication between St. Petersburg 
and Moscow and the great Obi River, which flows from 
the Altai Highlands, a rich mining district belonging to 
the imperial cabinet, through a great extent of country 
to the Gulf of Obi. Its great tributary, the Irtysh, on 
which-are several important towus, including Tobolsk 
and Omsk, rises also in the Altai Highlands, and drains 
another vast section of country, whileits braaches, rising 
in the Urals, form water communication with that min- 
ing region and the towns on the larger river. y 

The Obi and Irtysh are both navigable for nearly their 
entire length. The distance from the mouth of the Obi 
to the source of either river is about the same, namely, 
5,000 versts (3,300 miles). This t river system has 
been justly described as one of the most colossal in the 
world. Unfortunately, the greater part of the country 
drained by the Obi is unsuited to cultivation, but the 
waterway is in regular and frequent use for commercial 
communication between remote sections of Siberia and 
Russia, both through the Gulf of Obi by sea and by way 

f Omsk. 

: At Krasnoyarsk, the railroad taps another great water- 
way, the Yenesei, flowing through a country of very 





* From U. S. Consular Reports. 
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different character. so far as fertility is concerned, from 
that of the Obi Valley, and also having its rise in the 
rich mining region of the Sayan Mountains. There is 
also considerable traffic upon this river. ; 

During next summer, it may be expected that the line 
will be carried as far as Lake Baikal. What the direc- 
tion of the road thence will be, remains to be seen. 
Doubtless, it will be carried to Strentsk or to Blago- 
vashensk, on the Amoor River, on which the Amoor 
Navigation Company maintains a fleet of boats which is 
to be increased next summer by 11 American-built 
barges, but that the road is to follow the course of that 
river seems hardly probable. I have learned that the en- 
gineers sent tosurvey that part of the line have received 
instructions to carry their survey from the end of Lake 
Baikal to Vladivostok, across Manchuria; this, as 
pointed out in a previous report, would shorten the line 
of road nearly 1,00 verstsand would also avoid very 
serious engineering difficulties, 

There is now engaged upon the absolute work of the 
construction of the railroad a force of over 70,000 work 
men, besides engineers and officers, and, up to January 
1, 1894, 73,000,000 rubles had been expended. 

HERBERT H. D. PEIRCE, 
Charge dAffaires ad interim. 

St. PETERSBURG, Oct. 14, 1895. 








The New General Electric Company Railroad Motor 
Cc. E. 1000. 

One feature in the development of electric railroad 
work during the past two seasons has been the increase 
in the number of suburban and interurban roads, op- 
erated in conjunction with the city lines. As the same 
cars are run from the heart of the city into the suburban 
districts, a motor of a capacity between that of the G. E. 
800 and G. E. 1200 became necessary to meet the require- 
ments of the virtually dual service. The G. E. 1000 has 
been produced in answer to the demand. 

The armature is of the usual iron-clad type with 
slotted core, consistins of discs of high-grade annealed 
iron, built uponthe shaft. The coils are similar in 
character to those on the G. E. 800 armature with the 
addjtional advantage, however, of having the short com- 
mutator lead start from the center of the end of the coil, 
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Truck With G E. 1000 Motor. 


to facilitate the removal of the coil in case of repair. 
With this change in position of the short lead, only half 
as many coils need be lifted when the armature is under- 
going repairs. There are 93 coils in all, with four turns 
per coil; the diameter 01 the armature is 1414 in., and its 
weight only 570 Ibs. 

Two bowl shaped castings hinged and bolted together 
from a strong water-tight frame of a type which has 
never been broken. The lower half can be lowered into 
the pit, being hinged at the front to the upper half 
suspended from the axie and a suspension yoke. A hand 
hole in the bottom of the frame, under the commutator, 
allows any foreign matter to be easily removed. This 
opening has a cover suitably fitted so as not to impair 
the water-tightness of the motor. The weight of the 
top field complete is 884 lbs., of the bottom field 495 lbs. 

The field coils are interchangeble and four in number, 
secured by an extension of the pole pieces secured in 
turn by two belts passing through the frame. One par- 
ticular advantage of having four coils is that any heat- 
ing is distributed over a greater surface. 

The commutator is constructed without bolts, the 
clamping ring being held in place by ring nut and no 
chance given to oil or other substance to work itself un- 
derneath the segments. The surface of the commutator 
is grooved where the commutator leads are connected 
in such manner as to form an ear. The advantage of 
this in case of repair to the armature when removing 
the leads is obvious. Ninty-three bars of hard drawn 
copper, with 1 in. allowed for wear, are used. The diam- 
eter of the commutator is 814 in. 

The brush holder is a modified torm of that used in the 
G. KE, 300, the brushes being held radially, and the yoke 
being treated with a special insulating compound with 
enamel finish to insure cleanliness and freedom from 
leakage. 

The bearings are made of babbitt metal and of ample 
size to secure long life and cool operation. The form is 
such that oil or grease can be used with equal advantage, 
without chance of leakage into the interior of the frame. 
Wool waste is used in the grease box on top of the bear- 
ings in case oil is used and the oil is discharged entirely 
outside. 

The gear is reduced in the ratio of 3.94 to 1 and conse- 
quently gives a low armature speed with its advantages. 

The suspension of the G. E. 1000 is somewhat similar 
to that used with the W. P. 50, but differs in that the 
bar is bolted to the nose of the motor and its ends car- 
ried backward toward the axle and attached to the truck 
frame at points in line with the armature shaft. As thi- 





is virtually the center of weight of the motor, the sus- 
pension balances the motor and gives an effect equiva- 
lent to the side-bar suspension. This method is termed 
the *‘Yoke” suspension. The yoke supporting an ordi- 
nary church bell is acomparison in kind but not in degree, 
since the church bell is only partially balanced, while in 
the ‘‘Yoke”’ suspension the same idea is carried out toa 
perfect balance. The axle bearings are relieved of the 
greater part of the weight, and the hammer blow on 


Nashville, the Illinois Central and the Texas & Pacific 
have limited and congested terminals on this river front, 
and there they have to make their interchange of through 
cars, which ought never to go over these crowded tracks 
or through the streets of the city. 

It is estimated that between the Illinois Central lines 
and the roads on the other side of the river there are now 
interchanged daily over 150 loaded cars of through 
freight. With the bridge in operation all of these would 

not only be kept out of the 











city, but the distance which 
they have tojtravel would be 
diminished by about 18g 
miles. The New Orleans & 
Western Railroad has built 
. a belt line back of the city, 

_s} connecting with the Illinois 
Central tracks above the city 
and extending to a point 
below the city where e: ten- 
sive terminal facilities have 
heen provided. This com- 
pany is connecting its tracks 








Truck With G. E 1000 Motor. 


tracks reduced toa minimum. The motor practically 
rests upon springs. 

The total weight of the motor is singularly low, being 
only 1,950 Ibs. 








The Bridge at New Orleans. 





Three years ago the bridge across the Mississippi 
River at New Orleans seemed to be one of the great en- 
terprises most likely to be speedily carried out. The 
panic of 1893, however, stopped the project for the time, 
and it can hardly be said that conditions since then have 
been fevorable to the investment of money in such a 
costly work. Now Mr. E. L. Corthell, the Chief Engi- 
neer, says that the bridge will probably be in op- 
eration before the end of 1899. We assume from 
this that he expects the election this fall to go in favor 
of sound money. Otherwise, nobody could expect to 
finance such a great undertaking. 

Mr. Corthell writes of this subject in the issue of the 
Manufacturers’ Record of July 17, which is a special 
New Orleansissue. In discussing the need of the bridge 
he gives some interesting facts. Twenty years ago the 
freight received and forwarded by rail in New Orleans 
amounted to 731,514 tons ; in 1892 it had risen to 3,981,000 


| tons and in 1894 to 4,014,000 tons. The tons arriving and 


departing by river in 1876 were 3,318,000 and in 1892, 
1,935,000; that is, the railroad tonnage had increased 450 
per cent. from 1876 to 1894; the river tonnage had de- 
creased 4114 per cent. from 1876 to 1892 The changes are 
attributed to the building of railroads parallel with the 
river and to the failure of the United States Goverment 
to improve the river channel between St. Louis and 
Vicksburg. To us it seems to be another one of those 
astonishing examples of the impossibility of river traffic 
competing with railroad traffic. 

In 1880 the total number of freight cars moved in and 
out of New Orleans on the various railroads was 151,332 ; 
in 1893 the total was 517,555, an increase of 222 per cent. 
in 12 years, and Mr. Corthell estimates that the number 
moved in 1899 will be 575,000. Of all the cers moved in 
1889 over 30,000 were loaded with traffic with which the 
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with the various railroads 

which it crosses and proposes 

to build a passenger station 
near Canal street, the main street of the city. The IIli- 
nois Central is also improving its terminals. By building 
the short line of the Southern Bridge & Railway Company 
connection could be made for the bridge with the New Or- 
leans & Western as well as directly with the Illinois Cen- 
tral. 

Although we have described this bridge in times past, 
it may be as well to repeat here a few facts. The river, 
at the location of the bridge, is about 2,400 ft. wide, and 
the entire length of the bridge and its approaches will 
be about 644 miles. The length of the steel structure 
will be a little over two miles. The channel span will be 
1,070 ft. between centers of piers, or 1,044 ft. in the clear 
at low water. This will be made up of two cantilever 
arms, each 270 ft. long, and a suspended span 530 ft. long. 
The shore spans are about 600 ft. long. The purpose is 
to put the foundations in sand, 170 ft. below low water. 





The Munsen Electric Conduit System. 

A company has been formed and has estab. ished offices 
in The Rookery, Chicago, to promote a new underground 
electric conduit system for street railroads or for the 
conversion of steam railroads. A description of the sys- 
tem follows and it is amply illustrated in our engrav- 
ings. 

The conduit consists of a wooden box placed under the 
rail (H., Fig. 1). This conduit contains the trolley and 
feed wires and in street railroad construction will be 
placed two feet below the surface of the street, the con- 
duit being 18 in. deep. After the wires are in place, 
this box is filled with insulating material. Every few 
hundred feet are manholes and every 20 ft. there isa 
switchbox, a half-section of which is given in Fig. 1. 

This consists of an iron casting with a hole through 
the middle. Through this hole passes the main plunger 
B, attached to which are the two spring plungers C, one 
being directly opposite the other. These three plungers 
consist of one brass casting. Inside the main plunger 
and insulated-from it is the brass conductor E, at one 
end of which is the switch contact F, and on the other 
the contact wheel A. When in the normal position, the 
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port of New Orleans was not at all concerned, and 
probably there are now 50,000 such cars moved through 
New Orleans annually. But the obstacles to the easy 
movement of railroad traffic have greatly multiplied. 
The local freight to and from the West, as well as the 
increasing through traffic, must now be handled along a 
restricted system of railroad tracks on the river front 
and between that and the business part of the city. Here 
also is a great traffic to and from the steamboat wharves 
and an almost constant movement of pedestrians, trucks 
and wagons. The Southern Pacific, the Louisville & 





train on level track. 
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coil springs J, working against the spring plungers, keep 
the contact points apart. When the contact wheel is 
pressed back, the contact points are brought together, 
so closing the switch. The second contact point forms 
a part of a small brass plug which is screwed into the 
body of the ‘switchbox. This contactis insulated from 
the body of the switchbox and has an electrical connec- 
tion with the trolley wire. 

After all connections are made the space marked G is 
run full of insulating material, so as to prevent loss of 
‘current by water collecting in the back of the switch- 
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box. Disa recess in the body of the casting to be filled 
with grease for the double purpose of lubricating the 
plunger, and preventing water from working past the 
plunger into the space occupied by the contact points. 
T isa web on the base of the main casting and is filled 
around, as shown, with concrete, to assist in holding the 
box in place. 

A manhole with cover plate at K permits the contact 
wheel and plunger to be removed, if it should be neces- 
sary. 

Fig. 2 isa plan of the track with a portion in section, 

showing the shoe Z in the 

guide slot. This shoe is flexi- 
ble, and consists of two brass 
side strips insulated from 
one another. Itishung from 
- the car and is 21 ft. long, 

5 in thick and 6 in wide. 

The ends are made of ins- 
lating material for a distance of 8 in. back, and are 
wedge shaped. As this shoe passes along in the guide 
slot the contact wheels are pressed back by the brass 
strips on the sides of the shoe, the movement of the con- 
tact wheels being 1in. This is shown in Fig. 3. 

The contact wheels being 20 ft. center to center, and 
the shoe 21 ft. long, it w ll be seen that the insulated 
end of the shoe always throws the plunger into the 
switch before contact is made between the brass side 
strips of the shoe and the contact wheels, so that spark 
ing in the switchbox is prevented, and there is always 
an electrical connection either at one end of the shoe or 
the other. 

A small standard 1s attached to each of the two 
side strips of the shoe. An insulated wire to the motor 
runs through the hollow standard, one from each side 
strip. When the shoe is between any pair of contact 





Fig. 3.—Shoe and Con. 
tact Wheels. 


wheels the plungers are in the switches and the current 
passes from the trolley wire through the conductor E to 
the side strips on the shoe, hence through the motor to 
the opposite side strip and through the switchbox on 
that side to the trolley wire, making a continuous cir- 
cuit. 

As the switchesare open, except when a car is passing, 

















Fig. 2.—Plan of Track and Conduit. 


there is no danger of injuring people who may be on the 
track, by electric shocks. 

Where steam roads are to be transformed to electric 
the guide slot will be placed between the rails and 
fastened tothe top of the ties, the switchboxes being 
between the ties and the track can be used both for 
steam and electric trains. 








The Hauss Iron Mail Crane. 


The Hauss Iron Mail Crane Company, of New Albany, 
Ind., is the patentee of a mail crane made of metal which 
both delivers and receives mail bags. It has been ap- 
proved and recommended by the committee appointed 
by the United States Post Office Department to investi- 
gate such devices, and is now in service at 23 stations on 
the Louisville-Indianapolis division of the Pittsburgh, 
Cincinnati, Chicago & St. Louis road. 

The crane is shown in the accompanying illustrations. 

The upper and lower arms are malleable and the 
column cast iron. The platform, ladder, guy rods and 
fingers are wrought iron. The upper arm has a plate 
spring resting on top of the column. When a pouch is 
being transferred from the catcher toa car this spring 
permits a downward motion of the arm which tends to 


\ 









5 Or 
VAT 





iil 














Lo 

a 

Ze 
Z 


\ 
\ 
\\ 


\\ 








Fig. 1.—Half Section Through Switch Box. 


free the pouch more easily and eases the strain upon the 


rings by which it is suspended. 

Attached to the lower arm on either side are two re- 
ceiving arms which take the pouch from the mail car. 
When a pouch is placed in position on the crane to he 
taken off by a passing train these receiving arms are 
also in readiness to take a pouch from the car. The in- 
stant the exchange is made the lower arm, having 
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caught the pouch from the car, drops down to the posi- 
tion shown in Fig. 2, clearing the space between the 
crane and the track. The pouch to be delivered to the 
crane from the train is suspended frum a delivering arm 
attached to the messenger’s catcher, the lower end of the 





The Hauss Iron Mail-Crane. 


pouch being held by a clamp attached to the car door 
jamb. 

The Hauss Iron Mail Crane Co. is prepared to attach 
delivering arms to ordinary mail cranes. 

The Hauss crane has been in use on the Pittsburgh, 
Cincinnati, Chicago & St. Louis for many months. The 
St. Paul & Duluth has ordered these cranes for its en- 
tire line, while several other roads have decided to use 
them in making all renewals, so as to be able to use the 
delivering apparatus as soon as the old cranes shall 
have been all got rid of. Among these roads are 
the Cleveland, Cincinnati, Chicago & St. Louis; the 
Boston & Maine; the Lehigh Valley and the Louisville 
& Nashville. 








Are Railroads Monopolies ? 

A recent case in the Supreme Court of the United 
States deserves attention not so much from what it de- 
cides as on account of the judicial list which it displays 
against railroad property. We refer to the case of 
Pearsall vs. Great Northern 
a | (16 Supreme Court, 
705). he facts and de- 
cision, which involved the 
attempted consolidation of 
the Great Northern with the 
Northern Pacific system, are 
familiar. The Great North- 
ern (embracing some 4,500 
miles of road) had a. Minne 
sota charter which author- 
ized it in substance to con- 
solidate with any road what- 
ever; under this it had not 
acted. It was also guaranteed 
against impairment of its 
‘vested rights’’ by the Legis- 
lature. In 1881 the Legisla- 
ture passed an act prohibit- 
ing any railroad corporation 
fromconsolidating with any 
“parallel or competing” line. 
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The Northern Pacific has a 
: mileage of about 4,5(0 miles 
also, and some of the lines 
' of each company are parallel 
to and some are competing 
lines as regards the other. 
k Under these circumstances 
/:| @ consolidation was pro- 
jected, and Pearsall, a stock- 

older in the Great North- 
ern, brought an action to 
enjoin the scheme, contend- 
ing that the consolidation 
would be a violation of the 
act of 1881. The Supreme 
; . Court sustained him, and 
held (Justices Field and Brewer, however, dissenting) that 
the Legislature, notwithstanding its broad grant of the 
right to consolidate, had retained its general power of 
interfering in the interest of competition, and that as 
the scheme had never been carried into effect, no ‘‘ vested 
rights” had been acquired by anybody under it, which 
the guarantee of them by the State could protect; that 
in fact the general power to consolidate was a mere un- 
executed license, which the Legislature had full author- 
ity to restrict by limiting it to cases where the consoli- 
dation would not tend to interfere with competition. 








The decision is amply fortified by authorities, and the 
opinion of the court, written by Justice Brown, is 
throughout very es expressed so as to limit it to 
the precise facts involved. Nevertheless, having dis- 
posed of the case, the learned judge launches forth into 
a short essay on the subject of monopolies, which 
gives a totally erroneous im- 
pression of the status of rail- 
way property. His remarks 
are wholly extra-judical, 
unnecessary to the judg- 
ment, and consequently no 
more part of the law of the 
subject than if made public 
inthe form of a magazine 
article. 

First describing the 
scheme as one designed for 
the purpose of “stifling 
competition’ and building 
upa monopoly, he says, “we 
cannot recognize a vested 
right to do a _ manifest 
wrong’; he then declares 
that the scheme “ puts the 
public at the mercy of the 
corporation” ; and finally, 
‘while in particular cases 
two railways, by consolidat- 


ing their interests under a 
single management, may 
have been able to so far re- 


duce the expenses of ad- 
ministration as to give their 
customers the benefit of a 
lower tariff, ‘he logical effect 
of all monopolies in an in- 
crease of price of the thing 
produced, whether it be 
merchandise or transporta- 
tion. Owing to the greater 
speed und cheapness of the 
service performed by them, 
railways become necessarily 
monopolists of all traffic 
along their line.” The re- 
sult of the scheme will bea 
monopoly “against which 
public regulation will be 
but a feeble protection.” 

If language has any mean- 
ing, this signifies that in the 
opinion of the Supreme Court railroads have practically 
the power to make the traffic committed to their charge 
pay what they choose, without regard toits fair costs, 
and that for some reason the publicis but feebly pro- 
tected against this. Not only is this a mistake, but it is 
disproved by a Jong line of decisions, beginning with one 
cited in this very opinion, and which taken together 
show that,so far from the public being feebly ‘ pro- 
tected” against the railroads, it is railroad property 
which is feebly protected against the Legislatures. The 
first of these is the case of Charles River Bridge vs. 
Warren Bridge, decided sixty years ago (ii Pet., 420), and 
established law to-day, holding that the public, having 
given acharter for transportation between two points, 
may destroy its entire value by giving asimilar charter 
toa competing company, and this has been followed by 
along line of decisions introduced by the “ Granger’’ 
cases holding that the public always reserves the reason- 
able control of what gives railroad property its value, 
the rates of freight and transportation; under which 
power Congress has called into existence a commission 
clothed with elaborately devised authority to see that 
there is no_unfairness or discrimination in railway 
charges—and this in addition to numerous state com- 
missions of the same sort. 





The Hauss Mail-Crane. 


Under these circumstances the constant references 
with which we meet in judicial opinions to railways as 
dangerous “monopolies” are wealty unintelligible. A 
monopoly means not. merely that you have a practically 
exclusive right to — the public with something, 
but that you can supply it on your own terms. Where 
the public reserves the right to make your right value- 
less by giving conflicting charters to other lines, and to 
see that you do not fix your own terms, whatever you 


‘may have, you have not a monopoly. How can such 


misconceptions of fact obtain a lodgement in the minds 
of judges who themselves enforce the very restrictions 
which make the term, to all those who follow their de- 
cisions with care, so inappropriate? Experience shows 
that under the operation of causes altogether natural, 
the process of consolidation among railroads, which has 
been going on steadily for 50 years, has been accom- 
panied by a progressive decline in rates. This, however, 
is an additional safeguard for the public, and shows, not 
that the legal control reserved by the public is feeble, 
but that it is to a great extent unnecessary. ‘““Monopoly” 
as applied to railroad property, the great body of which 
is subject to constant attacks on every side from 
legislative demagogues, is a term of communistic 
abuse which the Supreme Court setsa r example 
> going out of its way to adopt.—New York Evening 
‘ost. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 











The German Railroad Union at its convention in 
Berlin, July 28, this year, celebrated the fiftieth year 
of its organization. The original meeting was of ten 
administrations, Nov. 10, 1846, and the immediate 
purpose was to unite for the purpose of securing a 
change in the general railroad law of Prussia, which 
was passed before there had been any railroad experi- 
encein the country; but, after taking action toward 
this end, they agreed to form a permanent organiza- 
tion for the purpose of taking united action in other 
matters where it should be advantageous for them- 
selves and the public. For a year it was entirely a 
Prussian organization, the members of which in- 
creased from 10 to 21 at the second convention, in 
June, 1847. and to 40 at the third convention, in 
Dec. 2, 1847, when it becamethe German Railroad 
Union. At the end of March last, 74 different rail- 
road managements belonged to it, including substan- 
tially allin the German Empire, and in AustriaH, un- 
gary, together with four Dutch, one Luxemburg,three 
Belgian, one Rumanian and one Russian-Polish man- 
agements, with an aggregate of 50,309 miles of rail- 
road. One of the first acts of the Union was to 
provide for the interchange of freight without the 
intervention of a forwarding agent; and the fa- 
cilitation of this work, not only by rules and 
regulations, but by providing for uniformity in road 
and rolling-stock construction, so far as required for 
interchange of cars, may be regarded as the chief 
service of the Union. It has held separate ‘‘ technical 
conventions,” in which questions regarding construc- 
tion of road, bridges, cars and locomotives have been 
discussed, very much as in our Master Mechanics’ and 
Master Car Builders’ conventions, but by men officially 
appointed by the various administrations to represent 
them. The reports of experience with various con- 
structions, appliances, methods, etc., submitted to 
these conventions have frequently been of the highest 
value, and altogether they form a series of stately 
volumes. Besides, the Union has published two jour- 
nals, a semi-weekly, giving news, announcements 
and general information, and a technical bi-monthly 
excellently illustrated. Asa memorial of their fiftieth 
anniversary, the Union has published a beautful 
volume, containing a history of its achievements, and 
portraits of many of the men, now dead or retired 
from service, who took an active part in accomplish- 
ing them. 





The economy to be derived froma clearing house 
for railroad accounts has long been appreciated by 
some American railroad ofticers, but there seems to be 
little or no progress toward the establishment of one, 
on a large scale, although the experience of England 
for half a century is constantly before us asan ex- 
ample. As an instructive supplement to Dr. Taussig’s 
description of the English establishment, published 
in our issues of May 22 and 29, we give to-day the 
portions of an article by Mr. Chap- 
the Interoceanic Railroad of Mexico, 


main 
man, of 


recently read before the Auditors’ Association! Mr. 
Chapman being an accounting officer, and especially 


interested in the details of clerical procedure, his facts 
and opinions have a particular value of their own ; 
his paper is not a repetition of what Dr. Taussig has 
already told us. It is not likely that the estimate of the 
number of clerks that would probably be required to 
operate a clearing house is put forward as anything 
better than a rough guess, but we have the additional 
evidence, stated by Dr. Taussig as a positive fact, 
that the railroads of the Southwest are now employ- 
ing 2,000 clerks to do the work that was once done 
in a clearing house by 600, Allowance might be 
made for a big error in this statement and still leave 
a fact worthy of investigation. As far as mere cost 
of clerical service is concerned the present practice 
of the Pennsylvania, in keeping the accounts be- 
tween the different parts of its own great system of 
roads would no doubt be instructive to anyone who 
might wish to compare hisown conditions with 
those of that company. The recent experiment of a 
freight-account audit-settlement on the Vanderbilt 
lines,—which was a step toward a clearing house— 
was given up, we understand, not from any lack of 
confidence or perseverance on the part of the prin- 
cipal roads and the men who made the plans for 
the scheme, but on account of the faintheartedness 
of minor parties. A significant statement in Mr. 
Chapman’s paper is that concerning the joint busi- 
ness which the English roads settle for without using 
the clearing-house. This does not detract from what 
has been said in favor of the clearing house, but only 
reminds us that it does not accomplish everything. 
The settlement of disputes, outside of accounting 
pure and simple, is a function of the clearing house 
which most American readers will say cannot be em- 
ployed in the feverish atmosphere of Chicago, or even 
of New York; but it is just possible that we might 
get more benefit in that way than we now think. 
The Board of Managers of the Joint Traffic Associa- 
tion are doing things every day which a year ago 
many wise railroad men thought could not be done. 
A clearing-house committee could settle some of the 
ever-recurring disputes, at any rate. 








The Atlantic City Collision. 





We record to-day a second distressing railroad dis- 
aster in a single month, July; and that month is now 
charged with more fatalities to passengers in trainac- 
cidents than all the other 22 months since August, 
1894, when 10 were killed in a malicious derailment 
at Lincoln, Neb. The total for the year 1895 was 
only 38. 

The precise fault at Atlantic City cannot be intelli- 
gently discussed until we have the full testimony of 
the fireman of the Reading engine and of some others; 
and even then it may not be possible to justly appor- 
tion the blame between the different persons involved; 
but we suspect that there was a complication of 
signals, the existence of which has not been 
mentioned in the published evidence. There was a 
disk signal on the same post with the semaphore 
signal, and it appears to have been worked and con- 
trolled only by a track circuit. This being so, Farr’s 
disregard of the semaphore at danger may have been 
due to the fact that he had before his eyes at the 
same time, on the same post, a clear signal. 

There are, however, some general considerations 
which afford an impressive lesson, whichever way the 
evidence may decide the points now unsettled. 

First, the inexperi‘nce of the signalman. We do 
not know that any charge whatever will lie against 
Houser; he may have done the same thing that any- 
one would have done and may have had full justifi- 
cation in the rules; but the day signalman, being at 
the time an outside observer, was surprised that he 
gave the West Jersey train the preference. To have 
given the Reading train the preference may 
even have been contrary to the rule; and yet 
the Reading train being a ‘“‘flyer,” always be 
grudging every half minute lost, the circum- 
stance arouses the suspicion that passenger trains 
of steady habits had been habitually made _ to 
wait a few seconds for flyers, even when the 
rules, strictly interpreted, would give the ordinary 
train the preference. Perktaps it may be unwarrant- 
able speculation to inquire whether an older man 
would have favored the Reading train in this case, 
but the fact that so many blunders are made by new 
men—as, for instance, that at Harrisburg, Pa., in 
June, 1892—should lead to inquiry as to the proper 
period of tutelage necessary to make a safe signalman. 
The excellence of the record of the English roads in 
this respec t is largely due to the long service in subor- 
dinate positions that is required of all employees ; 
and every American railroad officer is familiar with 
the fact that in many respects the safety of our pas- 
senger trains is due, not to the specific teaching that 

the men have received, but to the knowledge that 


they have acquired by long-continue1 habits. This 
may be looked upon as a very unscientific matter, but 
it is desperately practical. 

Another question which is speculative, but practi- 
cal, is that concerning the additional danger where 
many of the trains are very fast, as on the Atlantic 
City line. A crossing is a crossing wherever you find 
it. The rules are the same everywhere—approach 
with speed under such control as to be able to obey 
the distant signal. Should there be any greater pre- 
cautions at Atlantic City than, say, at the crossings 
in the approaches to Broad Street station? It is just 
as easy for the enginemen to obey the rules at one 
place as at the other. The conclusion seems irresist- 
ible that the educational force of habit is one reason 
why the speed rules will be obeyed a million times at 
such crossings as those near Broad street when they 
will be obeyed only 999.999 times at a crossing where 
there are fewer trains to be crossed; and the corol- 
lary is that greater safeguards are necessary at the 
latter place. 

The main question at Atlantic City is as to derail- 
ing switches. Why were there none? The chief 
reason may have been the necessity of building ex- 
pensive embankments to keep trains from running 
down the bank into the water in case of derailment: 
or it may have been the conviction, now somewhat 
common, that derails are in general worse than no 
derails. The German sand-track, described in the 
Railroad Gazette last week, may make the solution 
of this question easier (though the device of running 
a derailed train into sand is not a new thing in Amer- 
ica), but the main lesson is the old one, How much 
are we willing to pay for safety? This is not 
for us to settle; but we have here for the hun- 
dredth time the lesson that the cost of one big dis- 
aster would have paid for protection for a great 
many years. The Atlantic City crossing was not 
favorably laid out for derailers, the angle of the 
tracks being such that Reading trains, running on 
the right-hand track, would have to be turned to the 
left, if turned either way, unless the derailer were 
placed a long distance back from the fouling point. 

An overhead crossing would have been very costly 
on this level marshy ground; but where derailing 
switches are impracticable and trains are fast and fre- 
quent the only right way to make a crossing is by a 
bridge. Quite likely a bridge will be demanded by 
the public in this case. 

There is still a third remedy which at once suggests 
itself to any one glancing at the map, and that is for 
the respective companies to exchange lines east of the 
crossing. A bridge would be more costly than the 
safety switch, and an exchange of lines would be 
more costly than the bridge, no doubt; and quite 
likely it is too late to make the exchange. Moreover 
the officers of the roads will probably say that only 
the unpractical view of one unacquainted with the 
situation could suggest such a thing; but nothing 
about railroad maps is more striking than the everlast- 
ing uniformity of the evidences they give that survey- 
ors, or, rather, railroad projectors, on approaching a 
city, always find it necessary to run their line to the 
other side of every other railroad. The first railroad pic- 
ture the writer ever saw—one made about 1836, show- 
ing the entrance of the Boston & Worcester and the 
Boston & Providence into the city of Boston, across 
the water of the Back Bay—illustrates this, and there 
have been scores of similar cases since. The lines 
from the East entering Chicago afford another prom- 
inent instance, and illustrations of our point wil 
occur to every one. Sixty years ago the danger of a 
grade crossing was not appreciated. We cannot say 
that this was discreditable to the engineers of that 
day, for their foresight was of the same quality as 
that of the present generation; but we seem to have 
been exceedingly slow in correcting this ancient error. 
On the face of it, nothing could seem more absurd 
than to carefully keep two railroads from touching 
each other for a hundred miles and then make them 
cross each other when within a stone’s throw of their 
goal. A map dces not tell everything, and, of course, 
the absurdity we speak of is, in many cases, not 
real, but only apparent. But the maps, neverthe- 
less, remind us that a desire for a terminal station on 
the other side of a rival is one which, in many cases, 
can be rightfully gratified only at a greater cost than 
is generally realized. 








An Easy Way to Pay Our Mortgages—? 





Three weeks ago, when we stated our purpose to 
take a hand in politics this year, we promised to try 
to give in more detail some of the reasons why the 
railroad officer and the railroad employee should try 
to defeat the free-silver movement. The document 
which follows seems to have a very definite bearing 
on the case, although it was not written for railroad 
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men. It was written by one of the owners of the 
Railroad Gazette as a circular letter to his fellow- 
townsmen in the little suburb where he lives ; but it 
has precisely the same meaning for the serious rail- 
road employee or officer that it has for any other citi- 
zen who is trying to accumulate a little property and 
to become a man of weight and responsibility in his 
community. 

‘*The effect upon usof the ‘free and unlimited 
coinage of silver’ is a subject that we should discuss 
soberly, without exaggeration and without excite- 
ment. It may help us, or it may hurt us; therefore, 
let us be careful. Evenif times are hard now, it 
may be that the violent remedy that is proposed will 
produce great hardship and suffering which no apol- 
ogies or regrets can atone for. ‘Madam,’ said the 
spokesman of a lynching party which had been work- 
ing out a theory of itsown, ‘madam, we made a 
mistake about your husband. He was innocent and 
we hadn’t ought to have hung him, All I can say 
about it is that itis one on us!’ 

‘Silver now sells for about 69 cents an ounce. 
The silver-mine owners want us to vote that the gov- 
ernment shall coin all the silver offered at sucha 
rate that the silver owner will receive $1.29 an ounce. 
Each dollar so coined will contain about 53 cents, 
worth of silver, and they tell us that we can pay off 
our debts and mortgages easier with these 53-cent 
dollars than we can with 100-cent dollars. 

‘*We who are in debt, we who have mortgages on our 
houses and on our land, agreed to pay good, 100-cent 
dollars. We borrowed under a law which makes the 
dollar worth 23 grains of gold, and it would be dis- 
honest to trick our neighbors who loaned us such 
dollars by changing the law so as to pay them back in 
dollars of another and less valuable kind. In the —— 
Buildiny & Loan Association there are 114 borrowers 
and 200 depositors and the borrowers would be pay- 
ing off their mortgages in cheap dollars at the expense 
of their neighbors ; in many cases at the expense and 
loss of members of their own families. It ought to be 
enough to know that a thing is wrong and dishonest, 
but we know also, what was learned several hundred 
years ago, that honesty is the best policy. 

‘* The silver-mine owners tell us that if we coin all 
the silver that is offered, and put only 53 cents’ worth 
of silver into each dollar, and pass an act of Congress 
declaring that every one must receive these silver 
dollars in payment for work or clothes or groceries or 
debts, then there will be plenty of money, higher 
prices, plenty of work, and that it will be easier to 
pay debts. 

‘*Tt is true that there will be plenty of money, but 
how and on what terms will it get into our pockets ? 
In the first place, it will be paid by our government 
directly to the silver-mine owners, or owners of silver 
ingots, and they will make an enormous profit. The 
only way we can get it is to sell something of value, 
if we have it to sell, or else earn it by labor, exactly 
as we now sell or work for gold money. 

‘* It is true that prices of food and clothing will in- 
crease. If the dealers have to take 53 cents’ worth of 
silver in place of a dollar their prices will double very 
quickly. This was true in 1864, when a dollar’s worth 
of food or clothing sold for $2.16 (an increase of 116 
per cent.) and wages increased less than half (average 
43 per cent.). In 1860 an ordinary laboring man 
commonly received $1 a day, and, being on a gold 
basis, he could buy one dollar’s worth of food or 
clothing with it. In 1864, when gold was worth about 
twice as much as greenbacks, when the currency was 
depreciated to just about the extent it is now pro- 
posed to depreciate it by free coinage of silver, the 
same laborer received $1.50 a day ; but with this $1.50 
he could buy only the same amount of food and 
clothing that 70 cents would have bought in 1860. 
Those who are old enough to do so, remember that in 
1864 ordinary laboring men could not afford to have 
meat more than once a week; could not afford to 
have sugar in their coffee and tea, and very often, in 
the matter of food and clothing, had real misery. 
And this happened, too, when there was plenty of 
work at higher wages than ever before, because so 
many able-bodied men were in the army. The misery 
of it was that everything was so costly that the money 
they earned would not buy much.* 

‘It is probably not true that there will be ‘ plenty 
of work.’ Sudden changes in the standard of value 





* Mr. offers his old day books for inspection by 
those who have forgotten the cost of living while gold was ata 
— We give a few samples and compare with present 


pri 
October 17, 1868, Patrick Coffee brought 4 lbs. butter, $2.20; 
1 1b. green tea, $1.25 ; 1 1b. by tea, $1.00; 21 lbs. brown sugar 
$3 42; 1 1b. washing soda, 6 cts.; 21bs. candles, 40cts.; lib. 
starch, ae 8-4 10M lbs. pork, $2. 10; 4 lbs. Sager 72 cts.; by 
30 cts.; 1 broom, 55 cts. ; 3; 4% gal. Sarceene, 25 cts. 
Total, ricky (At 1896 prices the above would cost $5.96.) 
November 2, 1868, Stephen Balls bought 2 lbs. of lard, 48 fom : 
50 lbs. flour, $3.50, Total, $3.98. (Present price, $1. 43. ) John 
Corb bought 7 ibs. brown sugar for $1.10. (Present price, 35 cts.) 
pee Kierstead bought 1 bbl. of flour, $16; 1 gal. molasses, 95 
7 lbs. granulated sugar, $1.20. Total, $18.15, (Present 
a. "95.38) 








in times of peace are apt to be accompanied by pan- 
ics and business depression. Factories close and 
building stops, and there is always a long period of 
hard times until people become adjusted to the new 
conditions. 

‘* How does ‘cheap money and plenty of it’ benefit 
aman with a mortgage on his property? If he is a 
comparatively rich man he may have some property 
that he has no use for, and which he can sell ata 
higher price than now, and receive 53-cent dollars 
for it, and with this debased currency pay off his 
mortgage and make a profit. It would be dishonest, 
but if the rich man is nimble and alert he may suc- 
ceed. If he isa poor man he has no such chance to 
take quick advantage of the situation, because he has 
not enough property to sell. If his mortgage is to a 
building and loan association he will find more 
trouble than now to save for his monthly dues and 
interest, because it will cost more for food and 
clothes. 

‘*Here is an actual case that many of us know about: 
A man is working for $100 a month. In orderto own 
his home he has borrowed $2,000 from the Loan As- 
sociation; his dues and interest are $20 a month, and 
it costs his family $80a month for living expenses. If 
he is paid in 53-cent dollars it will cost him nearly 
twice as much for food and clothing, and, as he can- 
not hope to have his pay increased much, he will not 
be able to save a cent to prevent his mortgage from 
being foreclosed. Worse than that; as soon as de- 
positorsin the Loan Association think there is a chance 
that there will be free silver coinage they will hasten 
to withdraw their shares while a dollar is still 
worth 100 cents. If a large proportion of the de- 
positors do this the Loan Association will be unable 
to meet demands, will suspend payments, and both 
borrowers and depositors will lose. 

‘** How, then, shall a poor man pay off his mortgage? 
Economy and patience is not a bad idea. A man 
with a broken leg needs time for recovery. He is 
not deceived by any one with.a quack remedy guar- 
anteed tocure him in a day. The best financial au- 
thorities in this country believe that, with the assur- 
ance of sound money, we are at the beginning of an 
era of prosperity such as our nation has never known. 
Prosperity means for the poor man steady employ- 
ment, increasing rather than decreasing wages, lower 
cost of the necessaries of life and a chance to save 
money. Every civilized nation in the world is now 
on a gold basis or is accumulating gold for that pur- 
pose. Free silver coinage should be profitable to 
owners of silver mines and silver bullion, to specu- 
lators and to alert rich men. For the rest of us it is 
calamity.” 








Sub-Territorial Car-Service Associations. 





The Eastern Association of Officers in Charge of Car- 
Service meets at Alexandria Bay on Aug. 10. This asso- 
ciation, which began some years since with informal 
meetings of officers resident in Boston now covers the 
territory using Eastern standard time and holds one-day 
meetings quarterly in different cities. There is a similar 
association covering the territory west of the Alleghen- 
ies, the Central and Western Association of Car-Service 
officers, which also holds quarterly meetings, the last in 
Cleveland on June 8. This association is only about a 
year old. As both associations are now printing their 
proceedings we may suppose that they are thoroughly 
established. They must not, however, be confu-ed with 
the National Association of Car-Service Managers, nor 
with the International Association of Car Accountants. 
Of these the former isa comparatively new organization, 
subsequent of course to the general establishment of 
demurrage bureaus, of whose managers it is composed. 
The latter is the old association, which has been holding 
annual ‘‘ conventions ’’ for some twenty years. It is com- 
posed of the very men who make up these Eastern and 
Central Associations, and is really their parent. 

Of course it is impracticable for most of the account- 
ants in the extreme South and West to do more than 
keep up relations with the “‘car accountants.’’ The suc- 
cess of the newer societies shows, however, that in the 
central and eastern parts of the country many men can 
not only attend the annual three-day session of the Car 
Accountants, but can also keep up with the more fre- 
quent and shorter meetings of the Central and Eastern 
Associations. Whether this can continue is a question. 
There are many ofthe younger men among the officers of 
the new associations while the Car Accountants’ has of 
late years shown a tendency toward the re-election of 
original members. This may be significant of the future, 
but at present there is no sign of difference. 

The Eastern and Central Associations have, however, 
started a very pretty subject of discussion between 
themselves. TheCentral Association, having resolved 

* that cars of export freight should not be delayed at the 
seaboard, asked the Eastern Association to look into it. 
To this the Eastern men replied that they would be glad 
to do so, provided the Western men would look into de- 
lays of cars held in the West for loads. 

This illustrates the disadvantages of sectional associa- 
tions of this kind, but it must not be taken asan exam- 


ple of the work of the associations. Their proceedings 
in general compare favorably with those of the Car Ac- 
countants’ Association. 








The English House of Commons passed on Aug. 1, a 
bill to authorize the building of the railroad to Uganda. 
So far as we are informed, the bill commits the Govern- 
ment to the expenditure of not to exceed $15,000,000 on 
this enterprise. The plans and estimates have been re- 
vised a number of times and we do not know now pre- 
cisely what kind of a railroad it is proposed to build or 
how it is proposed to equip it. We believe, however, 
that the latest notion is to build to a 3 ft. 6 in. gage with 
pretty complete equipment of rolling stock. The dis- 
tance from the Indian Ocean to the Victoria Lake is 657 
miles. The country generally is not difficult; the ex- 
treme height to be passed over is 8,700 ft. above the sea. 
A great deal of nonsense has been seriously spoken 
about the possibilities of this road and many extrava- 
gant estimates have been made as to the traffic to be ob- 
tained. Probably Sir Charles Dilke and Mr. R. W. 
Perks were nearer right than any of the friends 
of the enterprise, in their remarks made in the debate 
on the subject in the House of Commons. Mr. Perks, 
who has had great experience as a contractor, said 
that the estimates of traffic were worthless and visionary 
and that the estimates of the cost of the work were 
entirely unreliable. Neither detailed surveys, specifi- 
cations nor bills of quantities have been prepared, and 
the Government was asked to embark on a contract 
which would incur grave risk of pecuniary loss as well 
as difficulties of execution. In brief, the plan proposed 
by the Government was a reckless one and could not fail 
to expose the country to serious loss. Notwithstanding 
the presentation of such arguments, the bill was carried 
by a heavy majority. In fact it is not a commercial 
enterprise at all; it is simply a question of establishing 
and maintaining the power and prestige of England in 
Africa. As such it is a perfectly legitimate enterprise 
and probably for the good of humanity in time to come ; 
but it is a pity to delude the English taxpayer by mak 
ing him think that there isa ghost of a chance of the 
road earning interest on its cost. 








The Southern Railway Co., upon taking over the lines 
of the old Richmond & Danville two years ago, received 
$5,000,000 in cash from the Reorganization Committee 
for improvements and additions, the reorganization plan 
providing further for the issue each year of a certain 
amount of bonds for new construction. hese seemed 
generous provisions, but much of the mileage taken over 
was in very poor condition, and, since the new company 
assumed possession, its officers have been busy carrying 
out improvements to roadbed and track, shops and ter- 
minal facilities, and adding to the equipment. In its first 
fiscal year the company spent nearly $850,000 on new 
equipment and new construction, about $475,000 being 
charged to the former account and $374,000 to con- 
struction and improvement. In the year just 
ended, the second in the company’s history, 
the amount has been much larger. About half a 
million dollars has been spent in building steel 
bridges alone. Extensive terminals are being built 
at Portsmouth, Va.; new passing sidings are being ad- 
ded all over the line and ballast trains are at work up- 
on every division. Over 60,000 tons of rails have been 
purchased, 15,000 tons of which have been put in the 
track this year, the balance having been laid previously. 
Forty locomotives were purchased last year and this 
year 15. New shops at Salisbury, N.C., built at an 
expense of a quarter of a million dollars, will be in oper- 
ation in September. All the shops are working to their 
full capacity overhauling engines and putting air-brakes 
and automatic couplers on freight cars. The work in 
the maintenance of way department has amounted to 
a practical rebuilding of almost the entire line, 
strengthening it at every point: the new cars and en- 
gines are of large size and capacity, and give the com- 
pany a modern equipment, adequate to its require- 
ments. 








The recommendation that the import freight agents of 
the Trunk Lines at the Atlantic seaports, who are paid 
by commissions, shall all be dismissed on Sept. 1, 
with the exception of one agent at each port for each 
initial line, is one of the best things that has been done 
by the Managers of the Joint Traffic Association. The 
Journal of Commerce (New York), hearing that the 
prospective change in this feature of the freight business 
was making considerable disturbance, sent a reporter 
around to make inquries of large shippers, and found 
that cutting of rates—that is, the division by agents of 
their commission with shippers was being indulged in 
freely on all sides, the feeling evidently being that dur- 
ing the one month that is left the only thing to do is to 
rush in and get what little business there is, a half 
loaf, or even a quarter loaf, being better than no bread. 
In connection with the report of this investigation 
there is printed a list of the agents of each road, from 
which it appears that besides having from one to halfa 
dozen New York shipping brokers on their list of agents, 
some of the roads have a dozen or more steamship com- 
panies classed in the same category. Of course the pay- 
ment of acommission on westbound freight, by a rail- 
road company to a steamship company, means, in nearly 
every case, nothing more nor less than a concession 
to the vessel in the division of the through rate from 
Europe; and the effect on all tariff agreements, and on 
competitive business generally, cannot be otherwise than 
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demoralizing. It seems almost too much to hope that 
this evil can be thoroughly wiped out, but it has now, 
undoubtedly, met a more powerful enforcer of justice 
than ever tackled it, before, and we venture to look tor 
great improvement. 


The so-called ‘‘Holman speeding truck” is again occu- 
pying the attention of the daily newspaper reporters, a 
trial having been made with it recently in Southern New 
Jersey. This is an ordinary eight-wheel engine, the driv- 
ers of which do not run on the track, but on friction 
wheels which in turn propel the wheels which run on 
the rails. Underneath each driver are two small wheels, 
and these two small wheels rest in turn on three 
other small wheels which rest on the rail. The speed 
is multiplied about 60 per cent. by differential diam- 
eters of the various wheels. The object, of 
course, is to get high speed for the locomotive 
with low piston speed. We need not attempt 
any analysis of the mechanics of this monstrosity, as it 
is sufficiently apparent to any person of mechanical 
training .that the same end could have been accom- 
plished by very much simpler means, as, for instance, by 
increasing the diameter of the drivers. Much weight is 
added in the auxiliary trucks, also journal friction and 
rolling friction are greatly increased. Moreover, the 
center of gravity of the engine and the moving parts are 
raised high above the rail, and the whole contrivance is 
extremely dangerous, In fact, itis criminal to permit 
it to run fast on any railroad track 


Within the last few years several German railroads 
have run a few heated freight cars in winter on routes 
where forwarding agents had claimed that they were 
needed for goods liable to be damaged by freezing. A 
detailed statement of the results of these experiments 
has been published recently, from which it appears that 
the quantity of freight carried in the heated cars has in 
most cases been absurdly small, so that on most routes 
they will run no longer. On several lines the average 
load per heated car of 33,000 lbs. capacity was less than 
500 lbs. One of the obstacles to their use is the fact that 
most connecting roads from which the German lines re- 
ceive the perishable freight have no heated cars, and 


shippers soon found that vegetables or oysters which ar-. 


rived frozen were the worse and not the better when their 
further journey was made in a warm car. The freight 
which seems to have made most use of the cars, and with 
advantage, was wine from the Rhine, but not enough of 
this has gone to justify running such cars. It is hard 
for us here to understand howthis can beso,in a 
country where enormous quantities of potatoes are con- 
sumed, and apples not a few. 


Second Vice-President J. T. Brooks, of the Pennsyl- 
vania lines west of Pittsburgh, isa man who speaks his 
mind. Our readers will remember that some time ago 
he expressed himself in vigorous language concerning 
ing the way in which members of the Legislature, 
judges of courts and other people “strike” railroad offi- 
cers for passes. Now, according to a press dispatch from 
Indianapolis, he has paid his respects in a similar way 
to the tax commissioners of the state of Illinois. Com- 
mending the Indiana commissioners for their honesty 
he said: ‘But, I cannot say as much for the Illinois com- 
missioners. I name the state, and have no fear in pro- 
claiming it from the housetops. A representative of 
these commissioners came to me and made an out-and-out 
proposition that for a consideration they would reduce 
the valuations of the Pennsylvania companies in that 
state.” Why is not this a pretty good example for 
other railroad officers to follow ? Plain speaking stimu- 
lates courage and the exercise of courage ennobles the 
soul. Moreover, there is no way so effectual of killing 
blackmailers as to let the sun shine on them. 





In New Jersey the steam railroads not only have to 
submit to competition from the lively and undignified 
‘‘ trolley,” but also, it appears, have to pay a good share 
toward furnishing a right of way for it. Chancellor 
McGill has recently decided, in the matter of the applica- 
tion in chancery by the Woodbridge & Sewaren Electric 
Railroad Company for permission to cross the Central 
Railroad tracks at Long Branch, that the trolley road 
must tunnel under the steam railroad, and that the Cen- 
tral should pay two-thirds of the expense and the Wood- 
bridge and Sewaren one-third. This arbitrary power ap- 
pears to have been given to the court by a special law 
passed two or three years ago. We have heard of its ap- 
plication, in a similar way, before; and the judges are 
not in the habit of wasting much paper to tell the reason 
why they have decided upon certain percentages. Evi- 
dently ‘‘ Jersey justice’ still possesses characteristics 
peculiar to itself. 





The men who ride a “‘sextuplet,” a bicycle with six 
seats, have ‘beaten the Empire State Express,’ if you 
take the reporter's word for it. They have been promis- 
ing to do this for several months, and those daily news- 
papers which are disposed to give a liberal amount of 
free advertising to the manufacturers of the machine 
have printed columns of speculation on the subject, pre- 
dicting great achievements. They finally made a race of 
some kind in Syracuse on July 28, finishing ‘four lengths 
ahead of No. 999." As, however, the train has to run at 
low speed through the city limits, no one has yet been 
able to find out just what time was made in the race. 
So far as we can learn, the best time yet made by the 
sextuplet is a mile in 103 seconds. This was on asphalt 








pavement, whereas the path which was transvered in: 
the attempt to beat the locomotive was not very smoeth. 
The Syracuse contest was for only half a mile. 








The “ privacy and seclusion” of the English compart- 
ment system occasionally has a rude illustration. Last 
month a young man was arrested for assaulting a young 
woman in a carriage of the London, Brighton & South 
Coast. Weare without particulars except that the boy 
(he was but 18) said that he wanted money, and tried to 
strangle the young woman, alady’s maid. The incident 
made some talk, and especially stirred up those who are 
pushing for the introduction of ‘‘ corridor carriages.” 








NEW PUBLICATIONS. 





The Scientific American, on July 25, issued its 50th 
anniversary number, 50 pages, in a blue and gold cover. 
The whole of this issue is made up of historical sketches 
on the subjects of patents, steamships, engines, bridges, 
the telegraph, the bicycle, sewing machines, the reaper, 
the printing press aud other important inventions and 
discoveries which for half a century have made up the 
substance of the Scientific American, and have thus 
been the meat and drink of so many thousands of 
mechanically inclined young Americans. These special 
articles have evidently been prepared with care, and 
within their limited scope are of interest and value. 
The leading article isan essay or the ‘‘ Progress of In- 
vention,” by Edward A. Byrn, of Washington, D. C. 
The Scientific American occupies a field peculiarly its 
own, which it fills with industry and enterprise, and we 
wish the publishers many more prosperous half centuries. 
For something absolutely novel, every issue, year in and 
year out, one may safely turn to the Scientific American. 





Transactions of the American Society of Mining En- 
gineers. Vol. XXV. February 1895 to October, 1895, 
inclusive. New York City. Published by the Insti- 
tute, 1896. R. W. Raymond, Ph. D., Secretary, 13 Bur- 
ling Slip. 

This volume of the Transactions is 1,068 large octavo 

pages, including the index, which in itself fills 28 pages. 

The year was not rich in material of interest to railroad 

engineers, the only paper of such special interest that we 

see in the table of contents being Capt. R. W. Hunt’s 

‘Specifications for Steel Rails of Heavy Section Manu- 

factured West of the Alleghenies.’’ Another paper of 

considerable interest to our readers is one of 18 pages, by 

Mr. Francis L. Sperry, on ‘‘Nickel and Nickel Steel.” 





The July number of the Digest of Physical Tests and 
Laboratory Practice is the third issue of that journal. 
The most interesting articles are: ‘Brittle Materials 
Under Compressive Stress,” by Prof. J. B. Johason, 
illustrated by a number of plates and many cuts to show 
the results of tests upon brittle material; ‘‘ Diagrams 
Showing Effect of Alternate Extensions and Compres- 
sions on Cast-Iron,’”’ by Thomas Gray; ‘‘Action of teat 
on Cement,’ by J.S. Dobel; ‘‘Brick Work Masonry,” by 
Joseph Kelle,and The Effect of Alternate Extension and 
Compression on Soft Bar Iron,’’ by Prof. Thomas (zray. 





Cassier’s Magazine for August contains some inter- 
esting reading on railroad topics. The articles to which 
we call the attention of the reader are those by George 
S. Clark on ‘* Some Unusual Forms of Locomotives ”’ ; 
‘* Brains in Modern Steam Engine Building,’’ by W. D. 
Wansbrough; ‘‘Five-Crank Marine Engines,”’ by Thomas 
Mudd ; ‘‘ The World’s Desire for Rapid Transit,’’ by 
George E. Walsh and ‘‘Sand Blast Apparatus for Clean- 
ing Castings,” by F. C. Brooksbank. 








TRADE CATALOGUES. 





The O'Neil Crossing Alarm Company, of Cleveland, 
O., has issued a catalogue of its apparatus for giving an 
audible signal at highway crossings to announce the 
approach of a train. This apparatus has been in use six 
years and is now to be found on 35 different railroads 
The apparatus has been much improved during the past 
year or two and the pamphlet before us contains copies 
of commendatory letters from officers of the Baltimore 
& Ohio, the Pennsylvania Company and other roads. 





TECHNICAL. 





Manufacturing and Business. 


Mr. W. McC. Grafton, Signal Engineer of the Penn- 
sylvania lines west of Pittsburgh, accompanied by the 
Signal Committee of the Pennsylvania lines, visited 
Chicago on July 20, for the purpose of examining the 
switches and signaling apparatus recently built by the 
National Switch & Signal Co., in and about Chicago, 
more particularly the interlocking on the Metropolitan 
West Side Elevated road. The following compose the 
Committee on Signals: Mr. C. H. Walton, Division Super- 
intendent, Logansport, Ind.; Mr. J. S. May, Division 
Superintendent, Richmond, Ind.: Mr. P. A. Bonebrake, 
Division Superintendent, Louisville, Ky.; Mr. J. C. Bland 
and Mr. R.Trimble, Principal Assistant Engineers, Pitts- 
burgh, Pa; Mr. R. K. Brown, Jr., Engineer Maintenance 
of Way, Richmond, Ind.; Mr. A. H. Sanford, Engineer 
Maintenance of Way. The committee traversed the whole 
of the lines of the Metropolitan Elevated, and expressed 
themselves as being highly pleased with the working of 
the signals and interlocking. This ‘road crosses the Chi- 


ago River by means of a bridge built on the rolling lift 
plan. To operate the signals across the bridge requires 
three breaks in all lines of connection from the levers, 
which breaks have to be automatically restored as soon 
as the bridge isin its normal position. Other complex 
features introduced by the operation of the third rail, 
which carries the electric current. makes this work an 
object of special interest to all signal engineers. 


‘fhe Sams Automatic Car Coupler Co. elected the fol- 
lowing officers at Denver, Col., last week: D. H. Moffat, 
of Denver, President; L. D. Sweet, Vice-President and 
General Manager: T. G. Lyster, Treasurer, and H. R. 
Trowbridge, Secretary. 


The new attachment that the Detroit Lubricator Co. 
bas placed on its locomot‘ve lubricator for feeding oil 
automatically to cylinders and valves against high pres- 
sure has heen very successful, and has been specified on 
a number of new locomotives recently ordered. 


Quite in contrast with the general dullness is the ac- 
tivity displayed at the works of the Link-Belt Machin- 
ery Co., Chicago. This company is now and has been 
for the past three rionths operating its machine shop 
with two gangs of men and working both day and night. 
The foundry also is worked to its utmost capacity, one 
order alone for castings requiring 987,000 lbs. of iron. 
One important order is from the Chicago Sugar Re- 
finery, Chicago, and consists of complete equipment of 
machinery for handling coal from cars to iron bins lo- 
cated over 25 water-tube boilers in the power-house. 
From these bins, the storage capacity of which is 6&0 
tons, the coal is spouted directly on to chain grates in 
boilers. An order from the Huron Iron Co., of Michigan, 
for two 8-ft. spirally grooved hoisting drums, together 
with 11}¢ in. x 25 ft. shaft, friction clutches, base plates, 
etc., and brake bands for running the drums indepen- 
dently of each other, both for hoisting and lowering, is 
nearing completion. The two friction clutches and 
brake bands are so arranged that they can he operated 
by one man without moving from one place to another, 
the operating mechanism being brought to the center of 
frame. 


The Safford & Moore Railway Jack Company has been 
incorporated in Illinois, with a capital stock of $100,000, 
The incorporators are James B. Safford, Moses M. Moore 
and Nathan W. Williams. 


New Stations and Shops. 


Work on the foundations for the buildings of the 
Georgia Car and Manufacturing Co., at Savannah, will 
be commenced within a few days. The site on which the 
buildings are to be put up has been graded and side 
tracks put down. The shops will be advantageously lo- 
cated between the Charleston & Savannah and Florida, 
Central & Peninsular roads. 


The new 22-stall roundhouse of the Northern Pacific 
at Spokane, Wash., is now practically completed. The 
new machine shop is now being roofed and the walls of 
of the repair shop are nearly completed. The improve- 
ments being made by the company at this point are im- 
portant and costly, and will not be completed for three 
months yet. The shops will be the largest and most im- 
portant between the terminals of the road. The erection 
of the shops and the grading and laying out of the new 
yards will cost upward of $150,000. 


Bids have been invited for the erection of the new 
Union passenger station at Galveston, Tex., which is to 
be built by the Gulf, Colorado & Santa Fe and other 
roads entering Galveston. The contract will include all 
the work except the plumbing and lighting, for which 
separate contracts will be made. The site has been 
graded, and the foundations will be commenced imme- 
diately. 

Iron and Steel. 


The large plant of the Troy Steel Company on Breaker 
Island at Troy, N. Y., will, it is stated, begin steel mak- 
ing about Aug. 15. The blast furnaces have been run- 
ning for some weeks and over 300 men are now employed, 
but when steel making is begun it is said that 2,300 men 
will be employed. The present company began the re- 
building of the plant about a year ago and has erected 
seven large buildings. The present corporation is a re- 
organization of the old Troy Steel & Iron Co., which 
went into a receivership three years ago. F. S. Wither- 
bee is President and George A. Bell General Manager of 
the new company. 

The Buhl Steel Co. has broken ground at Sharon, Pa., 
for the erection of an open-hearth steel plant. 


A meeting of the representatives of the steel manu- 
facturers who are members of the organization of billet 
makers formed in New York City last April, held their 
first quarterly meeting in New York City last week. It 
is stated that only routine business was transacted. 
The permanency of the organization seems now as- 
sured. Statements which have been circulated in 
the daily newspapers that there was dissatifaction among 
the smaller producers were denied. It is said that the 
price of billets inthe Pittsburgh district was fixed at 
$20.25a ton. Of the 27 companies forming the organiza- 
tion 20 were represented at the meeting. 


New Lock at Sault Ste. Marie Opened. 


The new 800-ft. government lock at the Sault Ste. 
Marie Canal was informally opened on Aug. 3. The 
first boats going through the lock were crowded with 
invited guests, and 2,000 spectators were on the side of 
the lock to witness the ceremony. The intermediate 
and upper lock gates only were used. The chamber was 
filled in about 13 minutes, not all the valves being opened 
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at first, and it was emptied in eight. The gate ma- 
chinery worked well, the lower gates closing in three 
minutes, 

Boston Rapid Transit Tunnel, 


The Boston Transit Commission will receive sealed 
bids until Aug. 20 for building the fifth section of the 
rapid transit subway at Bosten. This section begins at 
Tremont street at the southerly end of section 4, near 
Warrenton street, and extends to Pleasant street. Some 
of the items are estimated to be as follows: 5,000 cu. 
yds. earth excavation; 80 tonsiron und steel, furnished 
by the Commission, to beset in place; 2,000 cu. yds. con- 
crete, brick and cut stone masonry. Plans can be seen 
and specifications and forms of contract can be obtained 
at 20 Beacon street, Boston. 


Locomotives for South Africa. 
The Esslingen (Germany) Locomutive Works have an 
order for 65 locomotives for the South African Republic. 
Prices of Couplers and Coupler Parts. 


‘The following letter has been sent by the Secretary of 
the Master Car Builders’ Association (John W. Cloud, 
the Rookery, Chicago, Ill.) to all makers of M.C. B. 
couplers, whose names he could procure: 

‘“* Section 13 of Rule 5, of the revised code of rules of 
interchange which goes into effect on Sept. 1, 1896, pro- 
vides that: *M.C. B. couplers or parts of same to be 
charged at manufacturers’ current market prices, or re- 
placement prices, which are to be quoted by the Sec- 
retary, Sept. 1 and March 1 of each year. When the 
coupler manufacturers do not quote a replacement price 
and do not require the return of the scrap for the price 
quoted, the credits for scrap shall be allowed at the rates 
given in the above list.’ 

‘* Under these revised rules of interchange, all car 
owners are chargeable with the-repairs to their cars 
when away from home necessitated by ordinary wear and 
tear from fair service. 

‘* Will you kindly quote, some time prior to Aug. 20, 
the figures which I should publish to the members as 
the current market prices, or replacement prices, for 
your coupler and the parts thereof, and oblige.” 


Rail Orders. 


The first important rail orders which have been reported 
since the Baltimore & Ohio order were closed last week, 
but details of the transactions are withheld. One order 
was for about 23,000 tons from the New York, New 
Haven & Hartford, and is said to be the largest 
single order given out this year. The order of the Balti- 
more & Ohio placed in June was larger, being for 25,000 
tons, but was divided among five rail-making companies; 
the present order went to the one mill—the Scranton. 
The Premier Steel Company, of indianapolis, is reported 
to have taken its first order for steel rails—%0,000 tons 
from the Louisville & Nashville road. The rail-making 
works of this company are new, being completed about 
two years ago, but they have never been put in operation. 
The company may be a strong competitor of the other 
mills, and its advent as a steel-rail maker will be an 
interesting fuctor in the rail trade. 
Air Brakes in Germany. 

The Prussian State Railroads have adopted altogether 
the Westinghouse quick action brake in place of the 
Carpenter, formerly used by those roads. The South 
German rcads never used the Carpenter brake. The 
Carpenter is now retained only by some small companies 
which fit all of their new stock with the Westinghouse. 


Automatic Bell Ringers on the Southern Railway. 


The Southern :Railway Company is now putting 
Heginbottom automatic bell ringers on its locomotives, 
at the rate of 15a month; and we understand that it is 
the intention of the management to equip all of the road 
and yard engines in regular service with automatic bell 
ringers. 
Test of a Long-Distance Electric Railroad. 

A test was recently made of the Rapid Railway Com- 
pany’s line between Mt. Clemens and Detroit by five 
students of the Senior Engineering Class of the Uni- 
versity of Michigan, and forms the subject of their 
thesis. The track is almost a dead level, and is built of 
70-lb. T-rails. The power-house is located in the center 
of the portion of track to which is supplied the electric 
current. Two feeders extend each way from the power- 
house, one 3% miles and the other 744 miles. The fol- 
lowing table gives a few of the results of a 12-hour test: 


Average weight of car and load, Ibs .......... see e eee eee 34,291 
Average speeo of car, with stops, wiles per hour........ 16.27 
average eleciric bhi rse power per CaP.........226 ces eees 38.4- 
Average indicated horse power at engine per Car........ 60.39 
Average eleciric horse power delivered at dynamo...... 69.79 
Ave age indicaico hurse power of engine . .............. 100.22 


Average station efficiency, per cent 
Average Volts at dynamo 


Draw bridges Operated by Electricity 

The 450-ft. span of the new highway bridge across the 
Connecticut River connecting Middletown with Port- 
land, Conn., is now swung by electricity. The electrical 
equipment consists of four G. E. 800 k. w. motors. Two of 
these are connected with the swinging mechanism, one 
doing the work, the other being held in reserve. Of the 
other two, oue is located under each end of the turning 
span to raise the draw from the fixed piers before the 
third motor begins to swing it. 

To the equipment of the drawbridge over the Erie canal 
on Genesee street at Utica, N. Y., has been added two 15 
H.P. 500 volt Thomson-Houston series motors. Formerly 
a W-in. turbine belted to a compressor supplied air to 
cylinders under thé bridge, giving it a vertical lift, This 





plant was inadequate and unreliable because the air 
compressor could not be run during periods of low 
water. By the addition of the motors belted to friction 
clutch pulleys on a shaft which is also belted to a com- 
pound Norwalk air compressor, the operation has proved 
to be reliable and economical. The bridge is normally 
operated by air at 260 lbs. pressure. 

Compressed Air Motors on 125th Street, New York. 


Cn Aug. 1 two street cars equipped with the Hardie 
compressed air motors were placed in regular service on 
the 125th street line of the Third Avenue Railroad. The 
first car which made the trip from the East River to the 
North River was under control of Robert Hardie, the 
inventor of the motor. On the car were the officers of 
both the General Compressed Air Co. and the American 
Air PowerCo. No trouble has been experienced since 
they began to operate, the cars starting’ and stopping 
without a jerk and free from any hissing noise. The 
perfect control the motorman has over the car at all 
times, being able to stop it within a car’s length 
when running at ordinary speed, is one of its com- 
mendable features. The tanks which contain the com- 
pressed air will supply the car with sufficient power to 
enable it to run from 12 to 14 miles. Careful tests of the 
plant at 125th street will soon be made; in the meantime 
more cars are being equipped at Rome, N. Y., and will 
be in service within a few weeks A detailed descrip- 
tion of the Hardie motor with engravings appeared in 
the Railroad Gazette May 29. , 


The Philadelphia Subway Tunnel. 


Director of Public Works Thompson of Philadelphia, 
will readvertise for bids for the work on Section 29 of the 
Reading Subway at Philadelphia. The contract will be 
for constructing the tunnel and will be materially 
changed from the specifications originally planned. 
Under the new specifications the 8-ft. air duct and fan 
station will be entirely elimiaated and the ventilation 
will be done from the surface of the streets. 
Brown Conveyors for the Krupp Works. 

The Brown Hoisting & Conveying Machine Co., 
of Cleveland, O., has just received an order from 
Fried Krupp, at Essen, Germany, fora complete hoisting 
and conveying plant for their blast furnace at Rhein- 
hausen. 

This plant consists of three standard Brown overhead 
bridge tramways, to be operated by electricity, each 
machine having independent winding drums and elec- 
tric motors. The Brown Hoisting and Conveying 
Machine Co. is to furnish all the working parts, includ- 
ing the sheaves, engines, motors, hoisting and convey- 
ing machines, etc., in fact, everything but the bridges 
proper, which will be built in Germany, the Brown 
Company sending a man abroad for that purpose. There 
will be three Elwell Parker motorsused, ofjabout 60 H. P. 
each. The entire plant is to be inoperation early in 1897. 


Bids on Steel Forgings and Ordnance. 


Bids were opened at the War Department Offices at 
Washington this week for the ordnance supplies author- 
ized by the appropriations of the current fiscal year. The 
proposals were for 10-in. disappearing gun carriages, 
mortar carriages, forgings, finishing and assembling 
12-in. mortars, rapid-fire guns and deck-piercing shell. 
A large number of bids from well-known companies 
were submitted for almost all these items, but particu- 
larly for the disappearing gun carriages and mortar car- 
riages. The firms bidding on one or both of these items 
included among others, the Bethlehem Iron Co., the 
Morgan Engineering Co., of Alliance, O.; the Pond Ma- 
chine Tool Co., of Plainfield, N. J.; the Niles Tool Works, 
of Hamilton, O.; the Southwark Foundry, of Philadel- 
phia; the Walker Company, of Cleveland, and the 
Builders’ Iron Foundry, of Providence, R. I. We do not 
publish the bids because the amounts are given for each 
piece. Bids for the forgings, however, give the 
price per pound and are as follows: Forgings for 10, 
12 and 16-in. guns, Bethlehem Iron Co., 18 sets of 
tens at 23,8 cents per lb.; for 12-in, 23,3, cents per lb., and 
for 16-in., 24 cents per lb.; Midvale Steel Co., 18 sets for 
10-in., 23,85, cents per lb.; 18 sets for 12in., 23,4%, cents 
per lb., and one set for 16-in., at 30 cents per Ib. 

Mortar Forgings—Bethlehem 60, more or less, for 12- 
in., 2314 cents per lb.; Midvale, 60 sets, at 29, cents per 
lb. 

The Navy Department has also this week opened bids 
for steel gun forgings, amounting in the aggregate to 
about one million dollars. The bids were as follows: 
Bethlehem Company, 4,5 and 6-in. forgings, 2614 cents; 
8-in. forgings, 23,5 cents. MidvaleSteel Company, 4 and 
5-in. forgings, 27 cents; 6-in. forgings, 26 cents; 8-in. 
forgings, 28,4 cents. Commodore Sampson, Chief of 
Ordnance, has recommended the acceptance of the Mid- 
vale Steel Co.’s bid for the six-inch guns at $240,000, and 
the Bethlehem Company’s bid for the four, five and 
eight-inch guns at $185,000. The average price per 
pound for these forgings is below 26 cents, while the 
last forgings made under contract cost from 28 to 29 


cents. 








THE SCRAP HEAP. 


Notes. 

The Supreme Court of California has confirmed the 
death sentence of’ Samuel D. Worden for wrecking a 
passenger train near Sacramento in 1894, during the 
railroad strike. 

A Pittsburgh paper reports that on the Pennsylvania 
lines west of Pittsburgh the order to baggagemen to re- 


fuse to carry letters, other than those on railroad ser- 
vice, is accompanied by an order forbidding the carriage 
of small packages of merchandise free for employees. 


The Manhattan Elevated road, of New York City, has 
shortened the running time of its through passenger 
trains three minutes. These trains make trips of 9 and 
10 miles with from 25 to 35 stops. The running time 
from South Ferry to 155th street is reduced from 49 min- 
utes to46. We have been under the impression that the 
enginemen found it somewhat difficult to maintain the 
schedules heretofore in force. 

The Pennsylvania Railroad has stopped work on 
nearly all the important improvements of its property 
and has made a large reduction in the working time at 
Altoona and most, or all, of the rest of its shops. The 
plans for the improvement of the piers at Desbrosses 
street and at Pier 29, New York City, have been laid 
aside for the present. The construction work at Mount 
Joy, Pa., has not been stopped. A press dispatch from 
Louisville announces that the [llinois Central, immedi- 
ately on taking control of the Chesapeake, Ohio & South- 
western, restored the 10 per cent. which was taken off 
the wages of the employees of the C,, O. & S. W. about 
three years ago. 

The Attorney-General of the United States, on the 
recommendation of the Secretary of the Interior, has 
dismissed a number of suits pending in the courts to re- 
cover lands along the line of the Union Pacific, said to 
have been erroneously granted to the railroad company, 
and this action quiets the titles of many thousands of 
settlers. It being alleged that the lands were wrongfully 
taken by the railroads, the Government, in suing the road 
to recover, proceeded also against the settlers occupying 
the lands, but, under a law passed this year, a settler 
filing proof that he was an innocent purchaser isrelieved 
from defending such a suit, and the Government will 
now sue the railroad alone, for the value of the land 
wrongfully taken. The Secretary of the Interior will 
make a similar recommendation in the cases of other 
railroad companies. 

It is reported in the St. Louis papers that the Wiggins 
Ferry Company and the Chicago & Alton Railroad have 
reached an amicable settlement of their lawsuits over 
the failure of the Alton to carry out its contract to send 
all its freight across the Mississippi River by the Wig- 
gins boats, which suits have been pending 25 years. The 
contract was made in 1864. In 1869 the road began to 
send freight by another line and the Wiggins Company 
recovered $1,000 damages. Some years later, after the 
road began to send traffic over the bridge, Wiggins won 
another suit for $368,000,o0n which, it is said, $205,000 
was, after several years, actually paid. Three other 
suits were begun for large sums, but were compromised. 
An officer of the ferry company says that the railroad 
has now got the better of them: which opinion is based, 
it appears, on the increased value of certain ground in 
East St. Louis which the Wiggins Company leased to 
the Alton perpetually at a low rental. 


Depressing the Long Islgnd Railroad Tracks in 

Brooklyn. 

The Long Island Railroad operates a doublerack line 
along Atlantic avenue, Brooklyn, through a closely 
built-up section, and for years a discussion has been 
carried on between the railroad officers and the city gov- 
ernment over plans for depressing the tracks. The 
question is now before a com-nission, and Mr. C. M. 
Jacobs last week submitted plans for changing the grade 
of the tracks from the Flatbush avenue station to the 
city line. The estimate for this work is $3,912,932. This 
week, Mr. Jacobs, at the request of the Commissioners, 
submitted an estimate of the cost of depressing the 
tracks from Flatbush avenue to South Ferry a length 
of 8,130 ft., the cost being given as $1,188,058, This would 
make the total cost of the work from South Ferry to the 
city line $5,100,900, and this does not include the expense 
to be entailed in rearranging the sewers, water mains, 
etc , and paving the streets. 


Tramps. 
Near Alpena, S. Dak., on Aug. 1, a freight train crew 
had a battle with a large number of tramps who tried to 
et control of tue train. Vagrants going to the harvest 
elds are now very numerous in South Dakota, and as 
many as 150 are reported riding ona single freight train. 
In the fight referred to the trainmen succeeded in put- 
ting off the tramps, but soon after a passenger train was 
taken possession of by the tramps, and they succeeded in 
riding 17 miles on it. On the evening of July 28 five 
tramps were put off a passenger train of the Wisconsin 
Central near Stanley, Wis., and one of them shot the 
conductor. Near New Brunswick, N. J., last Sunday 
night, four tramps ge on. in a freight train, who had 
some money, were “ held up” by six other tramps, 
who made the semi-respectable crowd give up 
what clothes and money they had; they then 
pushed them off the train while it was going at con- 
siderable speed. Near Trenton, the next morning, 28 
ramps were arrested on the Pennsylvania Railroad and 
taken before the local court, but they were all let off 
because there was no room for them in the workhouse. 
The next night an attempt of the officers to capture some 
tramps on a freight train was unsuccessful, the tramps 
drawing revolvers as the officers approached. Near 
Topeka, Kan., last Saturday, 75 tramps boarded a train 
on the Missouri Pacific and resisted all efforts of the 
trainmen to put them off. The police finally beat them 
6 ff, after a delay of two hours. 


Railroad Disaster in India. 

A press dispatch of July 27 reports the derailment of a 
passenger train between Bombay and Delhi, India, in 
which 50 passengers were killed. 


North Sea & Baltic Canal. 


The reports of traffic through the North Sea and Baltic 
Canal for the month of June show a slight improvement 
over preceding months, though the traffic is still below 
the official estimates. The number of ships passing the 
canal in June was 1,624, as compared with 1,360 ships in 
May. The registered tonnage was 146,393 in June 
against 139,787 tons in the previous month, the receipts 
amounting to 82,308 marks against 78,206 marks, 
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Franklin Institute Medals. 

Notice is given that the Franklin Institute, through 
its Committee on Science and Arts, has recommended 
the award of the John Scott Legacy Medal and Premium 
to Mark W. Marsden, of Philadelphia, for his corn-pith 
cellulose. 

Notice is also given that the Institute has recom- 
mended the award of the John Scott Legacy Medal and 
Premium to William T. Carroll, of Worcester, Mass., 
for his non-metallic bearing. 

Notice is given that the Institute has recommended 
theaward of. the John Scott Legacy Medaland Premium 
to Edward D. McCracken, of Paterson, N. J., for his im- 
provement in electric conductors. 


Reasons for Not Voting for Bryan. 

Mr. Decatur Axtell, Vice-President of the Chesapeake 
& Ohio, recently published his reasons for not voting for 
the Chicago nominee. The following are some of them: 

1. Because I cannot support a platform nor vote for 
nominees that advocate measures which, if adopted by 
the country, will make it necessary to reduce the wages 
of 8,000 employees of the company Iam connecfed with, 
and to dismiss hundreds of them. 

2. I cannot consent to increase interest charges of 
railroads in Virginia when J know the money must come 
from patrons, and chiefly from people living along the 
line of the roads. 

3. I cannot agree that 4,900,000 depositors in savings 
banks shall have their $1,800,000,000 of savings reduced; 
I cannot vote for candidates who propose to cut down 
the savings of working people. 

4. Icannot agree that wage earners, who are strug- 
gling to provide in some measure for the future by 
paying into their societies and irsurance institutions all 
they can save, shall lose any part whatever of the pro- 
visions they are endeavoring by means of this insurance 
to make for themselves in their old age and for their 
families in case of death. . . . 

8. I cannot agree that the contributions of the state 
and of individuals to the support of old soldiers shall be 
cut down in value. 

These, among others of a grave character, are reasons 
why I cannot support the Chicago ticket; but the great 
reason of all is that democracy, through inheritance, 
teachings and experience, has become a part of my be- 
ing, and I cannot vote for its destruction. 
Simplification of the Duties of the Cow Coroner. 

The Santa Fe, Prescott & Phoenix Railroad officials 
have announced that bereafter they will pay $7 per head 
for cattle killed by their trains, and nothing for horses. 
To the outsider this may seem a wrong, as pertaining to 
the horses, but the fact is it is generosity on the part of 
the company—actual generosity. Range horses are ab- 
solutely worthless, and men have been out shooting 
them to save taxes. Guns and shells cost money, to say 
nothing of time taken to killthe animals. The factis, the 
railroad should be paid, say two or four bits a head by 
the owners for freeing them of a nuisance.—Los Angeles 
Times. 

Railroad Bonds Payable in Gold. 

The table following, showing the amount of gold 
bonds outstanding and the total bonded debt of the re- 
maining leading roads, has been prepared by Dow 
Jones & Co., of New York. The figures were obtaine 
from the Investors’ Supplement of the Financial 
Chronicle. 





Total 

Gold bonds. bonded debt. 
I Sines. 1050056 Seeke seine ehane $109,113,500 $163,591,810 
B. & O. S. W. (ines. includ.)........ 21,150,000 33,198,000 
SS 32 eee err 14,980,000 15,805,000 
SNORE BES ns 60056000 sescneesane 45,414,000 56,619 000 
Chesapeake & Ohio...........---.... 61,9°9.179 67,510,139 
ee ee 6,758,800 9,073,800 
Chic. & East Illinois.......... re 2,788,000 22,89! 300 
Chic., Mil. & St. Paul . . 65,516,500 127,£04,000 
Chic. & Northwest.... 27,128,500 141,771,320 
©., C., C. & St. Louis 40,203,738 ' 52,755,730 
Denver & Rio Grande . 43.136,000 43,136,000 
ON Sy rr rr «+. 101,452,477 130.598.9354 
Great Northern system.............. 90.7%8,000 99,788,000 
RATES A WMDETON «oo net vecnsvessecees 101,126,000 108,603,000 
NS Rr 43,419,000 94,669,000 
Louiaville & Nashville.............. 67. 673,660 79,771,660 
eS eS errr 73,822,000 74.622,000 
Miseouri Pacific system............. 98,990,000 113,748,282 
N. Y. Cent. (incl. R. W. & O.)...... 71 833,333 133,658,333 
Dic kees cncesnoed ise lessee 19,845 000 20,245 000 
Bs NR ND oi vcs sese5 snes se 190,000,000 190,000,000 
Penn (incl. Pan Handle)............. 119,828,820 149,986,140 
NS | = nes 134 538,606 134,538,606 
St. Louis Southwestern.............5 28,000,000 28,470.5' 0 
Southern Railway........cccscccsees 62,553,000 98,480,107 
Texas && Pacific  ——...ccccccccceece 47,996,485 7,996,485 
SEARED 00s « Ssenmew, sar cise ble 87,825 000 127,346,912 
NN ery ee re 50,163,000 50,551,000 


The following roads have practically no gold bonds 
outstanding: Canada Southern, C., B. & Northern, C., B. 
& Quincy (except $1,078,400 Repub. Val. Ists); C., R. 1. & 
Pacific, K., C., F. S. & Memphis, Lake Shore (except 
$401,000); Michigan Central (except $671,000); St. Paul & 
Duluth, Delaware, Lackawanna & Western. 








CAR BUILDING. 


Two of the new Carnegie all-steel cars are now in 
regular use on the Erie & Pittsburgh railroad. 


The Texas & Pacific is to put in service a number of 
new chair cars on its trains out of New Orleans. It is 
said that the chair cars will also be operated on trains 
through Texas. 

The Queen Anne’s Railroad, a new a in Macy- 
land, has purchased eight passenger and combination 
coaches and two locomotives and will add to this equip- 
ment as the line is made ready for traffic. 


An order has been placed by the Cumberland Valley, 
at its Chambersburg shops, for two new coaches—one a 
combined passenger and baggage coach and the other a 
combined mail and baggaye car. They are to be of the 
Pennsylvania type. 

The Central Vermont has just put in service on the 
trains between Boston and Montreal 13 handsome passen- 
ger coaches. Nine of these are first-class day coaches 
and the others smoking cars. The day coaches are 
finished in solid mahogany with oak ceiling decorated 
in gold and colors. The cars weigh about 70,000 Ibs. each, 
and are 638 ft. in length. 


The terms of the order recently awarded by the 
Georgia Railroad to the Ohio Falls Car Mfg. Company 
at Jeffersonville for the construction of 365 cars seen 
been filed for record in the Georgia courts. The con- 
tract includes 200 ventilated box cars to cost $434 a car; 
65 drop-bottom gondolas to cost $340 a car; 50 platform 
cars to cost $286 each, and 10 stock cars to cost $414 each. 
The cars are to be paid for in 50 payments of $2,448.87 
each, the first note becoming payable Sept. 15, 1896, the 
notes falling due monthly until Aug. 15, 1901. The total 
amount ot the contract, including interest on deferred 
payments, is $146,932, 





BRIDGE BUILDING. 





Alma, Neb.—Bids will be received until Aug. 24 for 
an iron bridge over the Republican River at Horn’s 
Ford. Samuel L. Roberts, County Clerk. 


Atlanta, Ga.—Proposals will be received until Aug. 
17 for a steel bridge at Port Hudson, La., National 
Cemetery. John L. Clem, Major and Q. M. 


Bloomsburg, Pa.—The County Commissioners have 
given acontract to the King Bridge Co. for the iron 
work of a bridge over Raven Creek, at $525. 


Cincinnati, O.—The Board of Hamilton County Com- 
missioners will receive bids until Aug. 15 for a 
wrought-iron truss bridge over Taylor’s Creek, on the 
Hines road, Green Township, fand until Aug. 19 for 
the superstructure of a brilge over Little Mdami River 
and Big Dog Run, at [Indian Hill, Anderson Township. 
John Breen is President of the Board. 


Easton, Pa.—Bids, for a second time, will be received 
by the County Commissioners for a steel bridge over 
Martin’s Creek, at Howell’s. Those opened last week, 
but rejected, were as follows: Nelson & Buchanan, 
Chambersburg, Pa., $5,200; Wrought Iron Bridge Co., 
Canton, O., $4,200; Groton (N. Y.) Bridge and Manu- 
facturing Co., $4,375; Horseheads (N. Y.) Bridge Co., 
$4,800: Berlin Iron Bridge Co., $4,560. 


Hamilton, Ont.—The Toronto, Hamilton & Buffalo 
will build a 380-ft. steel bridge, crossing the Hamilton 
& Milton road. The estimated cost is $20,000. 


Helena, Mont.—The Choteau County Commissioners 
have awarded the contract for a bridge over Milk River 
to E. O. Peppard at $2,315, and also the contract for one 
over the North Fork at $490. 


Kennett Square, Pa.—Chester County Commission- 
ers are preparing to build a 40-ft. bridge over Red Clay 
Creek, on Birch street. 


Lock Haven, Pa.—A new bridge will be built over 
Drury’s Run in Leidy Township. 


Meadville, Pa.—The following bids were received for 
a bridge on North street over Mill Run: John Reisch- 
man, $2,083.54; J. B Brown, $2,326.45; W. E. Morrison, 
$2,454.50: Henry Eiffert, $2,008.85; and fora bridge on 
River street: A. Grindroad & Son, $1,699.30: John Reisch- 
man, $1,545.60; J. B. Brown, $1,534.75. All bidders are 
of Meadville. 


Morgantown, W. Va.—A special session of the courts 
of Monongalia County has been called to make provision 
for building new bridges in the places of those lost in 
the floods. 


Phillipsburgh, N. J.—The Freeholders’ Committee 
on Bridges has awarded the contract for a new bridge 
a Creek, at Springtown, to Tippet & Wood 
or $1,300. 


Quebec, Que.—The City Attorney will make appli- 
cation for the approval of the plans by the Governor- 
General for the construction of the proposed bridge over 
the St. Charles River, to connect the city with the park. 


Reading, Pa.—Nelson & Buchanan, of Chambers- 
burg, Pa., have been given contracts tor the super- 
structure of anew bridge at Dauberville, for $740 and 
one at Hummel’s Ford, for $795. 


Rockville, Md.—The County Commissioners have 
awarded the contract for a bridge 72 ft. long, 16 ft. wide 
and 9 ft. high over the Baltimore & Ohio at Capitol 
View to tke Charlestuwn Building Co., of Charlestown, 
W. Va., for $1,148. 


Rutherford, N. J.—The Joint Committee from the 
Boards of Freeholders of Passaic and Bergen counties 
has awarded the contract for an iron bridge over the 
Passaic River at Union avenue to Dean & Westbrook, of 
New York, at $25,750. 

Toronto, Ont.—Alternative tenders are being received 
up to Aug: 12 for a swing bridge at Cherry street. Plans 
and specifications may be seen and forms of tender 
obtained at the office of the City Engineer. 


Victoria. B. C.—The City Engineer has been in- 
structed to prepare plans for rebuilding the Point Ellice 
bridge. 


Wauwatosa, Wis.—The Town Board has decided to 
replace the bridge across the Menomonee River at this 
place with an iron span 24 ft. in width. 


Woodstock, N. B.—Bids as follows were received by 
Donald Munro, Superintendent of Water Works, fora 
steel bridge over the Maduxonakeag River: Geo. I. 
King Bridge Co., Des Moines, Ia., $1,835; Dominion 
Bridge Co., Lachine, Que., $874; Canadian Bridge Co., 
Montreal, $795. Contract was awarded to the Canadian 
Bridge Co. 





MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Chicago & Alton, quarterly, $2 per share on preferred 
stock, payable Sept. 1. 

Connecticut & Pass Umpsic Rivers, 21g per cent. on 
the preferred stock, payable Aug. 1. 

Great Northern, quarterly, 144 per cent. on preferred 
stock, payable Aug. 1. 

Kansas City, St. Louis & Cincinnati, quarterly, 214 
per cent. guaranteed on the preferred stock, payable 
Aug. 1. 

Louisiana & Missouri River, quarterly, 3144 per cent. 
guaranteed on the preferred stock, payable Aug. 1. 
~ St. Paul, Minneapolis & Manitoba, quarterly, 11¢ per 
cent. on the guaranteed stock, payable Aug. 1. 


Stockholders’ Meetings. 


Meetings of the stockholders of railroad companies 
will be held as follows: 

Chicago, Milwaukee & St. Pawl, annual, company’s 
office, Milwaukee, Minn. 

Gray’s Point Terminal Railway Co., special, St. Louis, 
Mo., Aug. 21. 

Wabash, annual, company’s office, St. Louis, Mo., 
o_— 8. 

vest Virginia & Pittsburgh, annual, Weston, W.Va., 

Aug. 11. 


Technical Meetings. 

Meetings and conventions of railroad associations and 
technica! societies will be held as follows: 

The American Association for the Advancement of 
Science will hold its forty-fifth annual meeting at Buf- 
falo, N. Y., Aug. 22-29. 


_The Society for the Promotion of Engineering Educa- 
—- will hold its annual meeting at Buffalo, N. Y., Aug. 


_, The American Street Railway Association wilr hold 
its annual convention at St. Louis on Oct. 24 and 25. 

__ The Roadmasters’ Association of America will hold 
its next annual meeting at the Cataract Hotel, Niagara 
Falls, N. Y., beginning Sept. 8. 

The Traveling Engineers’ Association will hold its 
— — meeting at Minneapolis, Minn., commenc- 
ing Sept. 8. 

he American Institute of Mining Engineers will 
—— _ annual meeting in Denver, Col., beginning on 

evt. 21. 

The American Society of Railroad Superintendents 
will hold its next annual convention at Niagara Falls, 
N. Y., beginning Sept. 9. 

The American Association of General Passenger 
Ticket Agents will hoid its next annual convenszion at 
Atlantic City, N. J., beginning Sept. 15. 

The Travelling Passenger Agents’ Association will 
hold its next annual convention at St. Louis, Mo., be- 
ginning Sept. 29. 

The American Railway Association will hold its next 
annual convention at New York City, beginning Oct. 7. 

The Freight Claim Association will hold its next 
annual convention at The Jefferson, Richmond, Va., 
beginning Oct. 7. 

The Association of Railway Superintendents of 
Bridges and Buildings will hold its annual meeting at 
Chicago on Oct. 20. 

The Master Car & Locomotive Painters’ Association 
will hold its annual meeting at the Park Avenue Hotel, 
New York City, beginning Sept. 9. 

The National Association of Railway Contracting 
Freight Agents will hold its annual meeting at the 
Cadillac Hotel, Detroit, on Aug. 10. 

_ The New England Roadmasters’ Association will hold 
its annual meeting at Boston on Aug. 19 and 20. 


Western Foundrymen’s Association, 

The regular monthly meeting of the Western Foundry 
men’s Association was held at the Great Northern Hotel, 
Chicago, Ill., on July 15. A paper was read by Major 
Malcolm McDowell, cn the ‘Practical Value of the 
Various Metalloids in Cast Iron,” and this was followed 
by discussion. 


Association of Railway Superintendents of Bridges 
and Buildings, 

The following is a list of the subjects for discussion at 
the next meeting of the association at the Leland Hotel, 
Chicago, on Oct. 20 next : 

(1.) How to Determine Size and Capacity of Openings 
for Waterways. (2.) Different Methods of Numbering 
Bridges. Should All Waterways be numbered? (3.) 
Drawbridge Ends, Methods of Locking; and Locking of 
Turntables. (4.) Protection of Trestles from Fire, in- 
cluding Methods of Construction. (5.) Local Stations 
for Small Towns and Villages, giving Plans of Buildings 
and Platforms. (6.) Tanks, Size, Style, and Details of 
Construction, including Frost-proof protection to Tank 
and Pipes. (7). Shearing of Rivets in Plate Girders and 
Cause Thereof. (8.) Best and Uniform System of Report 
Blanks for Bridge and Building Department. (9.) Pro- 
tection of Railroad Structures and Buildings from Fire. 
(10.) Mechanical Action and Resultant Effects of Motive 
Power at High Speed on Bridges. (11.) Best and Most 
Economica! Railway Track Pile Driver. (12) Span 
Limits for Different Classes of Iron Bridges, and Com- 

arative Merits of Plate Girders and Lattice Bridges for 

pans from 50 ft. to 110 ft. (13.) Interlocking Signals. 

S. F. Paterson, of Concord, N. H., is Secretary of the 
Association. 


Iron and Steel Institute (British), 


In accordance with previous announcements, the au- 
tumn meeting of the Iron and Steel Institute will be held 
at Bilbao in September. The Local Reception Commit- 
tee have drawn up the following outline programme: 

Saturday, Aug. 29.—The Orient Company’s ss. Or- 
muz, which has been detailed to convey the members 
to Spain, and to serve as a “‘floating hotel,’’ will leave 
Tilbury at noon for Portugalete. onday, on the ar- 
rival at Portugalete, the Reception Committee will go 
out to meet the steamer, and will welcome the visitors. 
The members will visit the new harbor and breakwater 
now in course of construction and continue up the 
River Nervion to Bilbao, inspecting on their way the 
electric installation of ,Messrs. Coiseau Couvreux et 
Félix Allard for making the mammoth concrete blocks 
used in the construction of the breakwater. ‘Tuesday, 
the members will be welcomed by the Alcalde, and im- 
mediately afterward the general meeting will be held for 
the reading and discussion of papers. The members will 
visit the steel works of the Sociedad de Altos Hornos, 
returning in small steamers from the work’s wharf 
direct to the Ormuz. In the evening, at 9:30, there 
will be a reception by the Alcalde in the new municipal 
building. Wednesday, after the general meeting and 
luncheon, the members will proceed to Sestao, to visit 
the steel works and coke ovens of the Sociedad La Viz- 
caya, and afterward the tin plate works of the Sociedad 
La Yberia_ At 9:30, there will be a féte champétre and 
concert. Thursday, there will be no general meeting, 
the whole of the morning being devoted to visiting 
the mines. Friday, Sept. 4, the Ormuz will leave 
Portugalete, at 9:00 a. m., for Santander, where the 
mines, etc., will be visited, and thence at 6 o’clock p. m., 
on Saturday for San Sebastian, the charming and fash- 
ionable Spanish watering place, where the season will be 
at its height. A stay of about 50 hours will be made at 
San Sebastian, and the Ormuz will leave on Tuesday, 
Sept. 8, at 9:00 a. m., for the French seaside resort, St, 
Jean de Luz, where a couple of days will be spent, leav- 
ing on Thursday, at noon, for London. 


Master Car and Locomotive Painters’ Association, 


The peegennene of the annual convention which will 
be held at the Park Avenue Hotel, New York City, on 
Sept. 9, 10 and 11, has just been issued by the Secretary, 
Mr. Robert McKeon, of Kent, O , under the date of Aug. 
1. Aspecial hotel rate of $3 a . has been secured, and 
members expecting to attend the convention are re- 

uested to notify the hotel proprietors, Messrs. E. H. 
harle & Sons, as early as possible. Foreman car and 
locomotive painters not present members of the associa- 
tion, are invited to attend this annual meeting and _ be- 
come members of the association. The following is a 
list of subjects for discussion at the convention with the 
names of committees. Advance copiesof a number of 
the reports have already been published. 

re The application of compressed air in burning off 
ga R. Cassie, Adrian, Mich.; G. H. Worrall, Henry 
Block. 

2. The cause and prevention of the flatting of varnish 
on coaches _and engines—Robt. McKeon, Erie Railroad, 
Kent, O.; W. E. Hibbard, B. F. Murphy. 

3. Is it advisable to paint locomotive jackets, either 
planished iron or black steel? Ifso, which is the best 
and most economical method ?>—W. J. Josenhans, Pitts- 
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burgh, Fort Wayne “die geaaaa Railway, Sigeheey, Pa.* 


C. W. Mason, T. H. Sole 


4. Essay, ‘‘ Painting Ganvenined Iron”—E. A. Cole, J. 
G. Brill Car Company, Philadelphia, Pa. 

5. Can a coach be painted to meet the necessary re- 
quirements with four coats of paint, or as otherwise 
termed, the enamel process, and retain the same general 
supeemnnes and gears wn J as when painted under here- 
tofore prevailing methods ?—F. S. Ball, Pennsylvania 
Railroad, Altoona, Pa.; C. E. Copp, Samuel Brown. 

6. ‘* The Practical Painting of a Locomotive’’—T. M. 
wy + Baltimore & Ohio Railroad, Pittsburgh, Pa.; 
D. A. Little, Thomas Jones. 

7. Essay. Is it good policy to house passenger cars at 
terminals? Ifso,can our companies afford it ?—J. A. 
A. Gohen, Cleveland, Cincinnati, Chicago & St. Louis 
Railway, Indianapolis, Ind. 

8. Which is the best method of painting superheated 
parts of locomotives, viz., domecasings. cvlinders, steam- 
chests and extension fronts—A. J. Bishop, Northern 
Pacific Railway, St. Paul, Minn.; A. P. Dane, Aug. 
Wolter. 

9. Which is the most ecomical and durable, a sand- 

aper or a pumice-stone surfacer ?—G. R. Cassie, Adrian, 

ich.: W. T. Leopold, J. H. Pitard. 

10. Spontaneous combustion in the railway paint 
shop. Its cause and prevention—W. O. Quest, Pitts- 
burgh & Lake Erie Railroad, McKee’s Rocks, Pa. 

1l. Report from Committee on Tests—W. O. Quest, 
Pittsburgh & Lake Erie Railroad. McKee’s Rocks, Pa.; 
J. H. Pitard, J. H. Winters, J. A. Putz, C. B. Harwood. 








PERSONAL. 





—Mr. Henry P. Eager, General Passenger and Freight 
Agent of the Chattanooga Southern, has resigned. 


—Mr. M. M. Hurley has been appointed General South- 
ern Agent of the Star Union Line at Louisville, Ky. 


—Mr. William Rutherford, Superintendent of Motive 
Power and Equipment of the Plant Railroad Lines, has 
resigned that office. 


—Mr. E. W. Clifford, General Freight and Passenger 
Agent of the Litchfield, Carrollton & Western road, in 
Illinois, has resigned. 


—Mr. W. E. Beals, Secretary to Superintendent 
Worcester, of the Lake Shore Michigan Southern 
road, has been appointed Claim Agent. 


—Mr. James J. Fletcher has been promoted from Gen- 
eral Freight Agent to be Freight Traffic Manager of the 
Kansas City, Fort Scott & Memphis road. 


: —Mr. John J. Hogan, the inventor of the Hogan ver- 
tical water tube boiler, described in the Railroad 
Gazette in April 1895, died last week at Middletown, 


ANe 


—Mr. J. C. Knapp, formerly with the Queen & Cres- 
cent, has been appointed Secretary of the Southern States 
Passenger Association in placeof Mr. J. E. Rockwell, 
resigned. 


—The President has appointed Mr. John Sheridan, of 
West Virginia, a Government director of the Union 
Pacific Railway Company, vice Gen. Fitzhugh Lee, now 
Consul-General at Havana. 


—Mr. H. M. Emerson, heretofore Assistant General 
Freight and Passenger Agent of the Atlantic Coast 
Line, has been promoted to be General Freight and Pas- 
senger Agent, with headquarters in Wilmington, N. C. 


—Mr. R. B. Hartshorne has resigned as Treasurer of 
the Minneapolis & St. Louis Company, and Mr. F.H. 
Davis, Assistant Treasurer of the Southern Pacific, has 
been elected in his stead. Mr. Davis will continue in the 
latter office. 


—Mr. William Sinnott, recently General Foreman of 
the shops of the Baltimore & Ohio at Vhiladelphia, has 
been promoted to be Division Master Mechanic of the 
Second and Third Divisions, with headquarters at Cum- 
berland, Md. 


—Mr, H. C. Smith, Secretary of the Central Freight 
Committee. has resigned that office to take service with 
the Joint Traffic Association at New York under Com- 
missioner George R. Blanchard. Mr. Smith is to have 
charge of rates. 


—Mr. George B. Hazlehurst, who recently resigned 
as General Superintendent of Motive Power on the 
Baltimore & Ohio, has becomea partner in the con- 
struction firm of Jones, Pollard & Co., of Baltimore. He 
is at present engaged in superintending the building of 
an aqueduct bridge at Northboro’, Mass. 


—Mr. H. Fegraus, of Duluth, has been appointed Chief 
Engineer of the Duluth & North Dakota road, of which 
D. W. Hines is the projector, and Cag ong known as 
the Farmers’ railroad. Mr. Fegraus for the last two 
years has been connected with the Minnesota Canal Co., 
and previously was in United States service, 


—Mr. John S. Beale, who has been appointed General 
Passenger Agent of the Columbus, Sandusky & Hock- 
ing, was Assistant General Passenger Agent under the 
former administration of President Guerin. At the 
time of the receivership he was ree Agent at San- 
6 aes succeeds as General Passenger Ageut, Mr. 

. H. Akin. 


—Mr. W. A. Mills, who was sepent General Mana- 
ger of the Columbus, Hocking Valley & Toledo soon 
after the death of President Waite early this year, and 
whose Secretary he had been, has been granted a leave 
of absence and willspend the summer in Europe. He 
sailed from New York on Aug. 5. During his absence 
the operation of the road will be in charge of Mr. Nicho- 
las Monsarrat, recently elected Vice-President. 


—Mr. W. J. Harahan, son of the General Manager of 
the Illinois Central road, who has been Superintendent 
of the Freeport division of the road about a year, has 
been promoted to the position of Superintendent of the 
Chesapeake, Ohio & Southwestern, which the Illinois 
Central has recently a with headquarters at 
Louisville, Ky. Mr. H. R. Dill, formerly Trainmaster 
for the Central at Clinton, Ill., is Mr. Harahan’s succes- 
sor at Freeport. 


—Mr. M.N. Forney announces that he has opened an 
office as Consulting Engineer at 41 Cortlandt street, 
New York City. He will furnish designs, drawings and 
specifications for all sorts of railroad equipment and for 
shops. He will also make special investigations, tests 
and reports and will act as agent in the purchase and 
construction of machinery and of railroad appliances of 
all sorts. Surely few men are better qualified than Mr. 
Forney to serve their clients well in such matters. 


Mr. (, H, Goodrich, at present Traffic Manager and 


Superintendent of the Northern Alabama, has been ap- 
pointed Assistant General Freight Agent of the Balti- 
more & Ohio Southwestern at Cincinnati. succeeding 
Mr. H. Coope, who recently resigned. Mr. Goodrich was 
formerly General Freight Agent of the New England 
road when Mr. Randolph, now Traffic Manager of the 
Baltimore & Ohio Southwestern, held a similar office 
with that company. 


—Mr. J. V. Patton has resigned as General Superin- 
tendent of the Pittsburgh Division of the Baltimore & 
Ohio, continuing as General Superintendent of the Pitts- 
burgh & Western, which is leased to the Baltimore & 
Ohio, and has recently been included in the above division 
Mr. Patton was formerly General Manager of the Pitts- 
burgh & Western before its lease to the Baltimore & 
Ohio, becoming General Superintendent after that lease. 


—Mr. John T. Areson. who was identified with the 
construction and early history of the Long Island road, 
died at hishomeat Jamaica, L. I., last week, aged 86 
years. He was in charge of the construction of 
the Jamaica & Brooklyn road, which was first built to 
Jamaica and then to Hicksville and Greenpoint. He 
then entered the service of the Pennsylvania, but three 
years later returned to the Long Island road and became 
Superintendent, holding the office many years. 


—Mr. B. Morice, now Assistant Superintendent of the 
Central District of the Grand Trunk, has been appointed 
Local Superintendent of the Terminals at Toronto, Ont. 
Mr. Morice is one of the old employees of the Grand 
Trunk, having been in its service since 1864. He has 
been agent at various important towns. and in 1891 
became District Superintendent at London, and in 1892, 
when important changes in the operating divisions were 
made, he was appointed to the office from which he is 
now promoted. 


—Mr. J. N. Vining, at one time a well-known railroad 
officer in Georgia, died at his home in East Point, Ga., 
last week after a brief illness, at the advanced age of 72 
years. Most of Mr. Vining’s railroad exnerience was on 
the Central of Georgia, and he rose from a track hand 
on that road to be Treasurer of !the company. He en- 
tered its employ under the administration of President 
Wadley, and finally became Treasurer at Macon, Ga. He 
remained in that office 10 years, resigning in 1871 on ac- 
count of ill health. 


—Mr. M. Gilleas, Assistant General Superintendent of 
the Illinois Southern in charge of its Southern Lines, 
who was transferred to Louisville recently when the 
Illinois Central assumed the operation of the Chesa- 
peake, Ohio & Southwestern. is to have his headquarters 
removed back to Memphis, Tenn. The people of Mem- 
phis objected to the removal of various officers of the II- 
linois Central to Louisville, and Vice-President Harahan 
last week decided to accede to some of the requests made. 
In place of Mr. Hulbert, Assistant General Freight 
Agent, who has been transferred to Louisville, Mr. W. 
L. Smith, now Contracting Agent, has been promoted to 
a similar office with headquarters at Memphis. 


—Mr. John A. Jackman, a former railroad officer hold- 
ing many responsible positions on both Eastern and 
Western roads, died at Bloomington, IIl., July 29. aged 
80 years. In 1837 he was Station Agent of the Boston & 
Worcester, but later was transferred to the machinery 
department. About 1852 he was appcinted Superintend- 
ent of Machinery of the Toledo & Cleveland road, then 
being built, the line being directed by a number of for- 
mer officers of the Boston & Worcester. In 1859 he 
returned to the latter company as Superintendent of 
Machinery in Boston, but five vears later again went 
West as Superintendent of Machinery on the Chicago & 
Alton, at Bloomington. Here he remained 15 years. 


—Mr. J. P. McGovern, Assistant Commissioner of the 
Southern States Freight Association for the last three 
years, has resigned to take a position with the Southern 

ailway at Washington, D.C. Previous to his appoint- 
ment as Assistant Commissioner Mr. McGovern was 
General Freight Agent of the Georgia Pacific. He was 
also formerly Assistant General Freight Agent of the 
Richmond & Danville, going to that road in 1892 from 
the Louisville & Nashville soon after. Mr. Culp, now 
the Traffic Manager of the Southern Railway, resigned 
from the Louisville & Nashville to goto the Richmond 
& Danville. The office of Assistant Commissioner of the 
Freight Association will be abolished and the duties di- 
vided between Commissioner Haines and his assistants. 


—A number of the former officers of the Chesapeake, 
Ohio & Southwestern, principally in the traffic depart- 
ments, resigned when the Illinois Central took formal 
control of the road, Mr. F. C. Dunbeck, General Freight 
Agent, is now Assistant General Freight Avent of the 
Kansas City, Fort Scott & Memphis; Mr. H. F. McFar- 
land, Assistant General Freight Agent at Memphis, is 
General Freight Agent of the Galveston, Henderson & 
Houston in Texas; Mr. W. E. Downey, General Agent 
at Cincinnati, becomes Traveling Agent of the Illinois 
Central at Cincinnati, and other officers of the company 
have accepted positions with the latter road. The — 
diction of the general officers of the Illinois Central has 
been extended over the road, as stated in another ccl- 
umn. 


—The reader will probably recollect the sad death, by 
drowning, last March, of Mr. William A. Allen, Chief 
Engineer of the Maine Cent:al Railroad. He was 
knocked off a railroad train while crossing the bridge 
over the Androscoggin River near Lewiston, the bridge 
being at the time under -epair. On the evening of June 
27, Mr. Allen’s body was discovered about a mile below 
where he was drowned. Funeral services were held at 
his home in Portland, July 2. It is hardly necessary tu 
add anything to what we said about Mr. Allen in our 
issue of March 27. He was a member of the American 
Society of Civil Engineers, having been elected May 6, 
1891, aud was also a member of the New England Rail- 
road Club, to which he was elected shortly before his 
death. He wasa little more than 43 yearsold and a 
man of force and ability and high character, and appar- 
ently destined to go far in his profession. 








ELECTIONS AND APPOINTMENTS. 





Alanama & Little River.—The incorporators of this 
company are J. T. Keon, Joseph Greenwood, Helen 
Hickey, E. B. Vaughan, H. Pilland, E. Lashbrook and 
W. ‘lt. West; wll of subscribers reside in Mobile, Ala. 


Atchison, Topeka & Santu Fe.—W. C. Nixon, Super- 
intendent of lerminals at Chicago. havirg been ap- 
ay Generai Agent of the Freight Department, vice 

. M. Orr, assigned to other duties, C. B. Strohm, 


formerly Train Master at Fort Madison, succeeds Mr, 
Nixon as Superintendent Terminal and Local Agent. 


Baltimore & Ohio.—J. V. Patton, Genera] Superin- 
tendent of the Pittsburgh Division, having resigned to 
devote his entire attention to the affairs of the Pitts- 
burgh & Western, of which heis also General Superin- 
tendent. the jurisdiction of Mr. Thomas Fitzgerald, 
General Superintendent of the Philadelphia and main 
stem divisions. has boen extended over the Pittsburgh 
Division and branches. Mr. Fitzgerald’s headquarters 
are at Camden Station, Baltimore. 

William Sinnott has been appointed Division Master 
Mechanic at Cumberland, Md., with supervision Over 
Second and [hird divisions. 

O. J. Kelly has been transferred from Cumberland. 
Md., to Fifty-eighth street. Philadelphia, as General 
Foreman, vice William Sinnott, promoted. 

Galen R. Owen, Roadmaster of the Towanda Division 
of the Lehigh Valley has been appointed Assistant Engi- 
neer of the Eastern Division of this road with head- 
quarters in Martinsburg, W. Va. 


Central of Georgia.—A meeting of the directors was 
held at Atlanta last week and several new members were 
elected. The Board first decided to increase its number 
to 13. Then the following were elected as permanent 
members of the Board: E. P. Howell, Atlanta: J. F. 
Hanson, S. R. Jacques, Macon: George J. Mills, J. P. 
Williams, Joseph ull and A. Vestburg, Savannah. 
Messrs. Barbour Thompson, D. W. Appler and R. E. 
Dorsey, of Atlanta, resigred as directors. Messrs. In- 
galls and Nolan, of New York, will resign later, and two 
or three more permanent directors will be elected to fill 
their places. : 


Chesapeake, Ohio & Southwestern.—J. T. Harahan 
Second Vice-President of the Illinois Central, announces 
the following changes incident to the transfer of this 
road to the Illinois Central: C. A. Beck, Assistant Second 
Vice-President: A. W. Sullivan, General Superintendent; 
J. F. Wallace, Chief Engineer: L. T. Moore, Consulting 
Engineer; William Renshaw, Superintendent of Machin- 
ery; J. M. Daly, Superintendent of Transportation; G. M. 
Dugan, Superintendent of Telegraph; M. Gilleas, Assist- 
ant General Superintendent; T. J. Hudson, Traffic Man- 
ager; M. C. Markham, Assistant Traffic Manager; A. H. 

anson, General Passenger Agent; F. B. Bowes. General 
Freight Agent: W. D Hurlbut, General Freight Agent; 
W. A. Kellond transferred as Assistant General Passen- 
ger Agent from New Orleans to Louisville; Wm. M. 
Murray, appointed Division Passenger Agent at New 
Orleans, in placeof Mr. Kellond; W. I. Smith, appointed 
Assistant General Freight Agent at Memphis, in place 
of Mr. Hurlbut, transferred to Louisville; S. G. Hatch, 
appointed Division Passenger Agent at Cincinnati; W. 
J. Harahan, appointed Superintendent of the Louis- 
ville Division, between Louisville and Paducah, head- 
quarters at Louisville. J. B. Kemp will have jurisdic- 
tion as Superintendent over the line from Grenada to 
Paducah. 


Chicago, St. Paul, Minneapolis & Omaha.—The head- 
quarters of the northern division have been removed 
from Spooner to Itasca, Wis. 


Galveston, Houston & Henderson.—At the annual 
meeting last week. the following officers were elected: 
President, F. P. Olcott. of New York; Vice-President, 
Judge John M. Duncan, of Tyler; Manager, J. H. Hill, 
of Galveston; Secretary and Treasurer, A. A. Van Al- 
styne, of Galveston; Assistant Secretary and Treasurer, 
H. B. Henson, of New York, and Auditor, G. H. Moore, 
of Galveston. 


Galveston, La Porte & Houston.—The receivers have 
appointed C. F. Byers General Freight Agent, with of- 
fice at Houston, Tex. 


Grand Rapids & Indiana.—A circular dated Grand 
Rapids, Mich., Aug. i, has been issved, announcing 
that the Grand Rapids & Indiana Railway Compary, 
having been duly incorporated under the laws of the 
states of Michigan and Indiana, has, as of Aug. 1, be- 
come the owner and taken the property of the Grand 
Rapids & Indiana Railroad Company, sold under fore- 
closure proceedings on June 10, 1896. The officers of the 
company are as follows: President, James McCrea, 
Pittsburgh ; Vice-President, Treasurer and Purchasing 
Agent, W. R. Shelby ; General Manager, J. H. P. Hugh- 
art; General Counsel, T. J. O’Brien; Secretary and 
Auditor, R. R. Metheany; General Freight Agent, E. C. 
Leavenworth; General Passenger and Ticket sgent, 
C. L. Lockwood, all of Grand Rapids, Mich.; Superin- 
tendent Southern Division, P. S. O’Rourke, Fort Wayne, 
Ind.; Superintendent Northern Division, W. B. Stimson. 
Grand Rapids: Master Mechanic, J. E. Keegan, Grand 
— and Paymaster, Henry Sullivan, Grand Rapids, 

ich. 


Grand Trunk.—L. J. Ferritor has resigned as Chief 
Dispatcher and Train Master of the Omahaand St. Louis 
line of the Wabash, to take a position as Assistant Div- 
ision Superintendent of this road at Stratford, Ont., in 
charge of the lines between Stratfoid and Buffalo, N. Y. 


Maricopa & Phenix.—Edward Shamp has been ap- 
pointed General Superintendent with headquarters at 
Phoenix, Ariz. He was formerly on the Southern Pacific 
and succeeds Colonel C. S. Masten as General Superin- 
tendent on this road. 


Marietta & North Georgia.—Joseph ‘McWilliams is 
now General Manager of this road with headquarters at 
Marietta, Ga. He was recently General Superintendent 
of the Texas Central, resigning that office to go to 
Georgia. 


McKeesport Terminal.—The incorporators of this 
company are Richard G Wood, Allegheny, Pa., Presi- 
dent: and Alan D. Wood, W. Dewees Wood, Alan W. 
Wood and Thomas D. Weod, all of Pittsburgh, Pa., 
Directors. 


Michigan Central.—S. B. Wright has been appointed 
Assistant Purchasing Agent. 


Northern Pacific.—Fred. C. Salter has been appointed 
General Agent, with offices at 319 Broadway, New York. 
T E. Blanche will succeed him as Traveling Freight 
Agent at Buffalo, N. Y. 


Omaha, Kansas City & Eastern.—The incorporators 
of this company are A. D. Stillwell, E. L. Martin, J. J. 
Cairres, C. >A. Brailey, and J. T. Nuthenins, of Kansas 
City; John L. Welch, Philadelphia, and Theodore Gil- 
man, Jr., of New York City. 


Oregon Central & Eastern.—J.T. Walch has been ap- 
pointed Master Mechanic and Master Car Builder of 
this road. He recently held similar offices on the Bel- 
lingham Bay & Eastern road in Washington. 


Rutland.—The company held its annual meeting at 
Rutland, Vt.,on Auyv. 1, and elected the following di- 
rectors on a stock vote of 12,618 shares: Percival W. 
Clement, President, Rutland: (. R. Hall, Worcester, 
Mass.; John W. Stewart, Leg Horace G. Young, 
Albany. N. Y.; Chester Griswold, David Wilcox, New 
York: Chester Harding, Charles A. Walker, New Bos- 
ton, and Wallace C. Clement, Rutland, 
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San Francisco & San Joaquin Valley.—At the an- 
nual election, the trustees elected the following Board 
of Directors: Claus Spreckels, RobertsWatt, A. H. Pay- 
son, John D. Spreckels, J. B, Stetson, Charles Holbrook, 
Leon Sloss, Alvinza Hayward, Isaacf#Upham, Thomas 
Magee and J ,A. Hooper. Claus Spreckels was re-elected 
President; Robert Watt, Vice-President; A. H. Payson, 
Second Vice-President; the Bank of California, Treas- 
urer, and Alexander Mackie, Secretary 

Shelbyville Southern.—The incorporators of this new 
Illinois company are Don R. Patterson, Henry J. Mess- 
ing, J. P. Reeves, B. A. Smith and E. H. Seneff, of Chi- 
cago. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Alabama & Little River.—The charter of this road 
was filed in Alabama, July 9, and provides for a road to 
be built from or near Starkes Landing on Alabama 
River eastwardly through the southward part of Monroe 
County. and the northern part of Baldwin County, Ala. 
J. T. McKeon, of Mobile, Ala., and others are the 
incorporators. 


Allegheny Valley.—Work is making considerable 
progress on the Brookville branch, near Pittsburgh, 
which, as already stated, was incorporated as a separate 
company some weeks ago. About two miles of the road 
is completed, and 120 men are at work at present. The 
route is from the town of Brookville, Jefferson County, 
Pa., northward along the North Fork of Red Bank 
Creek and Windfall Run, to a tract of pine timber land, 
known as the “‘ Hays’ Tract.’ There are no townsalong 
the route, and the road constructed solely to carry tim- 
ber and mineral. Its length is about 134¢ miles. Sur- 
veys are not entirely completed, but the maximum 
grade will probably be 79 ft. a mile, and the maximum 
curvature 14 degs. The contracts are let for construc- 
tion, completion to be about Nov. 1. There is no stone 
work or iron work, the trestles and bridges being all of 
timber. F. M. Ashmead, Resident Engineer of the 
Allegheny Valley, is Engineer in Charge. 


Beech Creek.—An engineering party, in charge of 
Chief Engineer MacIntyre, is making another survey at 
Carroltown, Cambria County, Pa. It is supposed that 
about 20 miles of road will be built to connect with the 
Beech Creek leased lines at?Patton. The proposed road 
will reach some of the rich bituminous mines, owned by 
Philadelphia and New York coal operators. 


Chester & Becket,—The contract for the grading and 
masonry work on this road will probably be awarded 
this week, and it is expected to begin active construction 
work before Sept. 1. As already stated the road will be 
about 544 miles long,extending from the Bostoa & Albany 
road at Chester Village to the town of Becket, Mass , and 
to the quarries of the Hudson & Chester Granite Com- 
pany. The route is through a rather difficult country and 
the grades will be wget particularly on the last mile, 
where the maximum will be five per cent. The maxi- 
mum curvature is 16 degrees. The road will be operated 
by the Boston & Albany, which will furnish the rolling 
stock for the line. J. B. Haviland, of Boston, Mass., is 
the Chief Engineer. 


Chicago, Fairchild & Eau Claire River.—Contrac- 
tor Gorman,'of Minneapolis, has a large force grading the 
extension beyond Eau Claire River Station, Wis. It is 
expected that trains will be run into Greenwood by 
Sept. 1. This will add er 20 miles to the length of 
the line, extending it directly east, to a connection with 
the Wisconsin Central. 


Chicago, Milwaukee & St. Paul.—The extension of 
second track on this road which was referrei to two 
weeks ago includes the building of 25 miles of second 
track on the Chicago & Council Bluffs Division in IIli- 
nois. The new work is between Woodale and Pingree 
Grove. 

Concord & Aberdeen.—This company is _ being 
formed to build between these two North Carolina 
towns, the former a cotton center now reached only by 
the Southern Railway. The proposed route is 44 miles 
long and is by way of Mt. Pleasant, Big Lick, Little 
Mills and connecting with the Moore County road, al- 
ready extending in the direction of Concord, from 
Moore County—a section of country rich in natural re- 
sources, especially lumber and badly needing more rail- 
road facilities, it is represented. During the past week 
Mr. F. Gerrish, of Portland, Me., representing a syndi- 
cate at Boston and Providence, R. I., and other capital 
ists, have been in Concord, with Superintendent ».. B. 
Elkhout, of the Moore County road. A conference was 
held with some of the business men in reference to the 
formation of the company. The Seaboard Air Line will 
probably be interested in the new road, if it does not 
become a part of that system eventually. 


Delaware & Hudson Canal Co.—The company has 
just completed a second track on its Susquehanna Di- 
vision between East Worcester and Schenevus, N. Y., 
and between Oneonta and Unadilla, making a continu- 
ous second track on that division between Delanson and 
Nineveh except over the Schoharie Creek bridges and 
approaches. The company is now widening the abut- 
ments of the bridges and grading the approaches pre- 
paratory to laying a second track there. The time of 
the main passenger trains on this division between Al- 
bany and Binghamton has been shortened about 15 min 
utes. 

Detroit & Mackinac.—The grading on the Bay City 
extension is now practically all completed. The only 
work remaining unfinished 1s five miles near Bay City. 
Condemnation proceedings are causing some delay, but 
the officers expect to have through trains ranning by 
Sept. 1. ‘Lhe fine is 82 miles long and begins at Omer, 
extending southwest to Bay City. The track-laying, 
ballasting and other construction work is going on 
rapidly on all sections except near Bay City. 


Erie & Eastern.—The route of this new road out of 
Erie, Pa., has been partially decided on, and is from 
Erie through Kearsarge to Waterford, Millvillage 
and Cambridge, where aconnection with the Erie lines 
will be used tosTitusville. The distance from Erie to 
Cambridge will be 28.4 miles. The right of way along 
the other proposed jroute from Erie through McKean, 
via Edinboro, Millvillage and Corry, has also been se- 
cured, but the former route will require less grading. 
The distance to Titusville will be 44.1 miles. 

Great Northern.—The new Crookston branch, re- 
ferred to a few weeks ago, will be completed and ready 
for operation in about three weeks, in time to move this 
season’s crops. The line runs from Crookston, north 


through the Red River Valley, to Halstead, Minn., 35 
miles, from which point the Great Northern has a 
branch to Moorhead. 
contractors, 


Foley Bros, & Guthrie are the 


Hutchinson & Southern.—Receiver Waller has re- 
ceived deeds for the right of way from Cameron, Kan., 
to Wakita, Okla., and is now securing the —— 
rights of way to the crossing of the Chicago, Rock Isl- 
and & Pacific. Contractor Bradford is preparing to be- 
gin the actual work of construction. The completion of 
20 miles of road will connect with the Rock Island, giv- 
ing Hutchinson (Kan.) salt a direct inlet to the Indian 
Territory, and Indian Territory coal an outlet to South- 
west Kansas. 


Indianapolis, Logansport & Chicezgo.—E. G. Cor- 
nelius, of 'ndiat.apolis. and other projectors of this com- 
pany, have applied to the Board of Public Works of In- 
dianapolis for a right of way from North Indianapolis to 
the Union Station, which would parallel the right of 
way of the Cleveland, Cincinnati, Chicago & St. Louis 
for the greater part of the distance. No action has yet 
been taken on the petition. The company has been in 
existence for some time, but sofar has done little work 
beyond securing a right of way in several counties be- 
tween Logansport and Indianapolis, the road being pro- 
posed usa direct line between these two towns. The 
surveys have been made by the towns of Sheridan, Kemp- 
ton, Russiaville and Young America. Recently a mort- 
gage for $1,600,000, securing an issue of 5 per cent. bonds 
of that amount, has been filed in various counties in In- 
diana. The Trustee is the Continental Trust Company, 
of New York City. 


Kansas City & Northern Connecting.—This com- 
pony wus organized last year by the Midland, Kansas & 

exas Trust Co., which is building the Kansas City, 
Pittsburgh & Gulf, to build 75 miles of road north of 
Kansas City. The incorporation at Jefferson City, Mo., 
last week of the Omaha, Kansas City & Eastern rail 
roads was an important step in the enterprise. The 
object of the new road is to construct 34 miles of 
road between Pattonsburg, Mo., and _ Trenton, 
Mo., purchase the Quincy, Omaha & St. Louis 
from Quincy west to Trenton, and also to pure 
chase the Omaha & St. Louis from Pattonsburg to 
Omaba, and thus, by filling in the gaps, secure a con- 
tinuous line from the Missouri River to Quincy on the 
Mississippi, to Omaha and to Des Moines. The parties 
in the syndicate to push the enterprise are Gilman, Son 
& Co, bankers of New York City, representing the 
Quincy, Omaha & Kansas City Railroad Company or 
“Quincy Route” ; Drexel & Co , of Philadelphia, repre- 
senting the Omaha Bridge & Seminal interests, 
and the Missouri, Kansas & Texas Trust Co., 
representing the Kansas City, Pittsburgh & Gulf. The 
amalgamation provides for the incorporation of the 
‘*Quincy Route,”’ 134 miles; the completion, within two 
years, of connecting links between Trenton and Pattons- 
burg, on the west, 34 miles of actual construction, making 
a direct line between Council Bluffs and the Mississippi 
River; between Pattonsburg and Kansas City on the 
south, 75 miles; Pattonsburg to Cainsville, Mo.. making 
direct connections over the Des Moines & Kansas City road 
to Des Moines; a line from Quincy tosome point east, pos 
sibly Havana, to connect with the Illinois Central or 
Beardstown, to connect with the Baltimore & Ohio or 
Decatur, to connect with the Indiana, Decatur & Spring- 
field; the building of a new bridge over the Mississippi 
River at Quincy. The road has been surveyed between 
Kansas City and Cainsvilie, and the money to begin the 
work of construction has been raised by President Stil- 
well, of the Missouri, Kansas & Texas Trust Co. The 
completion of the system will give Kansas City new 
connections with Quincy, Omaha and Des Moines, will 
bring at least two more railroads to the city and in 
connection with the Pittsburgh & Gulf will establish a 
new north and south line. The Western Construction 
Co. and the Missouri River Construction Co. were organ 
ized last month to carry on the construction work. 


Kansas City, Pittsburgh & Gulf.—The road was 
opened this week to Mena, Ark., a new town nearly 
west of Hot Springs and near the western line of 
the state. The company is now operating regular trains 
to Poteau, Ind. Ter. (near Fort Smith, Ark.}, 328 miles 
south of Kansas City. The opening of the section to 
Mena, will add about 70 miles more to the operated mile- 
age. The town of Mena is 75 miles from any other rail- 
road and in arich valley. Monroe & Lee are now finish- 
ing up to Mena, which closes their contract with the 
company, and Monroe, Strang, Lee & Co. are now com’ 
mencing or 50 miles more south from Mena, very heavy 
work. Mr. Merrett has commenced on the south end and 
is working north from Horatio, Ark., the present ter- 
minus on that end of the line which is now in operation 
from Horatio to Shrevesport, La. This section from 
Mena to Horatio will be completed within the next six 
months, givinga through line from Kansas City to 
Shrevesport, 560 miles. 


Lake Superior & Ishpeming.—It is expected that 
the track on this road wil! reach Negannee, Mich., early 
this month. The rails are now laid to some of the mines 
in this district, but the erection of the bridges is delay- 
ing entrance of the line to the town. Track has been 
laid recently at the rate of about a mile a day, and is 
now completed for about eight miles. The road is being 
constructed by Winston Brothers, of slinneapolis, be- 
tween Marquette on Lake Superior and the mining 
region about Ishpeming just beyond Negaunee. 


Lima Northern.—The road has been completed to its 
connection with the Wabash Railroad, a few miles west 
of Adrian, Mich., and through trackage arrangements 
with that road is open for business to and from Adrian. 
Through passenger service between Lima anil Adrian 
was inaugurated last week. Two passenger trains were 
need on each way daily, connecting with the Wabash for 

Jetroit, and for points southwest; also with the Lake 
Shore & Michigan Southern for points reached via that 
line. Regular freight service was also established, giv- 
ing Lima, Napoleon and Wauseon a new outlet to the 
north, east and west. For the present the road will 
operate into Toledo by the Ohio Southern, making con- 
nections with the Toledo, St. Louis & Kansas City at 
Malinta, the Wabash at Napoleon, and the Lake Shore 
& Michigan Southern at Wauseon. 


Mantorville Railway & Transfer Co.—A. D. La 
Due, of Mantorville, Minn., President of this company, re- 
trend that the grading is now completed for the 314 miles 
yetween the town of Mantorville and the junction of the 
Chicago Great Western. The ties are now being put 
down, and the track-laying will also be finished at once. 
The construction of the road gives the town a direct out- 
let over the Chicago Great Western to St. Paul. As 
heretofore the line to St. Paul has been indirect and in- 
convenient, Chicago has been the principal shipping 
point. 


McKeesport Terminal.—This company was incor- 
porated at Harrisburg, on July 30, to build a road from 
the terminus of the Pittsburgh, Virginia & Charleston, 
in the city of McKeesport, near Walnut street, thence 


along the south shore of the Monongahela River across 
property of McKeesport Gas Co. and the W. Dewees 
Co. to Market street; and thence southerly to the Pitts- 
burgh, McKeesport & Yonghiogheny road in McKees- 
rt, a distance of about one mile. The road will be 
uilt by the W. Dewees Wood Co., of Allegheny. 


Mobile, Jackson & Kansas City.—The engineers 
last week resumed surveys on this road north of Mobile 
under instructions from President F. B. Merrill, and 
are now working toward the Mississippi State Line. 
Colonel Merrill states that under the financial arrange- 
ments recently completed by the company’s representa- 
tives in London the active work of construction will 
now be continued through the season. Grading is going 
on near Spring Hill, and some rails have been bought. 


Natchez Pass.—This company has been organized at 
Buckley, Wash., by J. McNelly, W. Fettig and others. 


New Roads.—It is proposed to build a new road north 
from Harvard, I[ll., to connect with the Chicago, Mil- 
waukee & St. Paul road at Delavan or Elkhorn, Wis., 
makiny a line along the west shore of Geneva Lake and 
the east shoreZof Delavan Lake. The line would give 
an outlet for the coal of Western Illinois, being a more 
direct route from the Spring Valley, Ill., coal belt to 
Milwaukee and Central and Northern Wisconsin. Wal- 
worth, Fontana and Delavan, through which places the 
proposed road would pass,}will vote aid for its construc- 
tion 

A plan is being discussed at Savannah to build a road 
across the Savannah River into South Carolina from. 
Savannah to some point near Port Royal, passing Bluff- 
ton. It would be about 25 miles long. 

A project is proposed at Bay City, Mich., to build a 
road from Standish to Point Loosout, by way of Au- 
Gres. It is estimated that the road can be graded for 
$10,000, the ties bought{for $9,000, bridges will cost $6,000; 
culverts, $3,000, and the iron for $22,000, making the 
total cost of the road $50,000. 

The new road between Superior, Wis. and Allouez Bay 
has been completed. This road is about three miles long. 
The engineering work has been in charge of Mr. EK. T. 
Abbott. The cost of the new line will be considerable, 
as the construction work is heavy and inctudes among 
—— structures an important bridge across Popegama 

iver. 


Northern Pacific.—The relaying of the Ashland Di- 
vision with new rails, which was completed last season 
between Ashland and South Superior, is now being ex- 
tended west of the latter town. It is stated that new 
vails will be laid this season west as far asStaples, Minn., 
beyond Brainerd, about 140 miles altogether. The im- 

rovements, which were made last season on the Ash- 
and & Lake Superior Division, included the filling in of 
nearly 30 bridges, some of them 500 ft. long, and this 
work is to be continued vigorously during the present 
year. 


Ojai Valley.—The construction of this road, a short 
line through the Ojai Valley, in Southern California, to 
connect with the Southern Pacific road, near Ventura, 
south of Santa Barbara, will begin about Sept.1. The 
residents of the valley have recently subscribed $10,000 
toward the capital stock of the road, and the contract 
for construction has been let to a contractor named 
Cross. The right of way has already been secured. The 
work will be heavy, the road keing located through a 
narrow valley closed in by high mountains. 


Pennsylvania.—The improvements and additions 
under way this season on the Pennsylvania, west of 
Pittsburgh, are briefly outlined in the following state- 
ment: 

Pittsburgh, Fort Wayne & Chicago.—Five miles of 
additional sidings at the yard at Conway; grading in 
progress for third track between Glenfield and Leets- 
dale, Pa ; estimates being prepared for contractors for 
reduction in grades and grading for second track be- 
tween Grovertown and Etna Green. 

Cleveland & Pitisburgh.—At Cleveland: Construc- 
tion of new dock in the outer harbor for the accommo- 
dation of the Great Northern Steamship Co., and con- 
struction of about five miles of sidings to take care of 
the business of the Cuddy, Mullen Coal Co. and the 
Northern Steamship Co. Erection of Brown rapid coal 
handling plant. 

Erie & Pittsburgh.—At Erie: Erection of 12 Brown 
fast hoists for handling iron ore. Extensive dredging to 
admit boats of greater drafts to the coal and ore 
docks. Extension of and additional passing sidings 
and construction of about eight miles of sidings at Erie 
Dock, Dock Junction and Dock Junction Yard. 

The work of widening and arching tunnels 7 and 8, on 
the Pittsburgh Division of the Southwest System com- 
pleted. Extension of masonry for bridges between Skel- 
and Miller, to accommodate construction of second 
track isin progress; a new freight station and rearrange- 
ment of tracks for the same (total expense being about 
$95,000) at Columbus,O. Work is all contracted for. and is 
well under tips Erection of a new passenger station at 
Columbus is also being arranged for. At Cincinnati, the 
new bridge being erected by the Newport & Cincinnati 
Bridge Company is nearing completion, and at Indianap- 
olis a block of property adjoining the present freight 
house has been purchased, and arrangements made for 
the erection of a new freight station. 


Pittsburgh & Connellsville.—Orland Smith, Presi- 
dent of the company, has filed a petition in the United 
States Circuit Court at Baltimore, Aug 3,asking that 
an issue of receivers’ certificates to the value of $650,000 
be authorized. The petition alleges that the road loses 
traffic because of inadequate facilities. The officers pro- 

ose to construct terminals at Pittsburgh to the value of 

340,700; to build 614 miles of second and 71g miles of 
third track, at a cost of $143,000; to construct a new yard 
at Connellsville at a cost of $72,000; to put in reservoirs at 
Layton, Griffin, Robbins and Glencoe, at acest of $12,500, 
and to construct the line from Foley’s siding to Fair 
Hope. This would cost $181,000. 


Pittsburgh, Fort Wayne & Chicago.—The citizens 
of Rochester, Pa.,and in the Beaver & Ohio valleys, 
have asked the officers to build a branch to extend up 
Lacock Hollow, between Rochester and Freedom, and 
reach the coal and fire-clay beds back of Beaver Falls. 
The road, if built, will be nearly three miles long, and, in 
addition to the coal and fire-clay beds, will reach some 
large manufacturing plants. 


Pittsburgh, Shenango & Lake Erie.—The work of 
changing the grades and reducing the curves on the 
road north of Butler, Pa., is now going on, chiefly be- 
tween Mercer Junction and Swanville, Pa. At Shenango 
an excavation 3,000 ft. long and 30 ft. wide is being made, 
and is half completed. It is the intention to turn the She- 
nango River from its present channel and use the old bed 
of the river for aroadbed, At this,point the railroad is 
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along the face of a steepembankment and has numerous 
curves, and by using the river bed the tracks can be 
straightened and moved back from the hillside. A steam 
— has been at work since April cutting the new 
channel. 

At other places large sums are being spent reducin 
the grades and widening the roadbed for sidings an 
second track. All this work is being done to prepare the 
road to hand'e the traffic {that will be turned over to it 
when the Butler & Pittsburgh Railroad is completed. 
- Pittsburgh Post. 


Queen Annes.—The first section of the western divis- 
ion will be ready for operation in a few days. Thisis 
the 20 miles from Sos Md., on the east side 
of the Chesapeake y to Denton. From Denton to 
Greenwood, Del., 15 miles, the road has been graded, the 
ties have been laid and the rails are now being put down. 
This part of the road will be finished in 60 days. The 
contractors will also have the Denton bridge com leted 
at that time. This will place the road within 25 miles of 
of the ocean at Lewis, Del. The contract for the last 20 
miles will be let within 60 days, and the whole line will 
be completed and in operation by Jan.1. W. H. Bosley 
is President and I. W. Troxel, Civil Engineer, both of 
Baltimore. 


Quincy,Omaha & Eastern.—Articles of incorporation 
of the comnpeny were filed in Missouri last week. The capi- 
tal stock of the company is $1,500,000, and it is formed to 
construct and operate a standard gage road from Pat- 
tonsburg to Trenton, Mo., a distance of 346 miles, and 
also to buy and operate the Quincy, Omaha & St. Louis 
road, from ort Trenton; to | tee and operate 
the Omaha & St. Louis road from Pattonsburg, Mo., to 
Omaha, Neb. The object. of all this, as set forth in the 
articles of incorporation, is to secure a continuous line 
of road from the Missouri River to a competitive point 
on the Mississippi River. The incorporators of the com- 

any ate A. E. Stillwell, E. L. Martin, J. J. Cairns, C. A. 

arley and J. T'. Nolthenius, of Kansas City, John L. 
Welsh, of Philadelphia, and Theodore Gilman, of New 
York City. ; 


Rio Grande, Sierra Madre & Pacific.—Grading 
outfits have been sent from El Paso, Tex., into Mexico 
for the Sierra Madre Construction Company, to begin 
work on this road, which is to extend from Juarez, Mex., 
toward Mazatlan, on the Pacific, via Corrillitas and 
Guerrero. The Sierre Madre Construction Co. proposes 
to build now from Juarez to the rich Corrillitas mining 
district. 


Rio Grande Western.—The Sevier Branch is now 
operated as far as Elsinore, 25 miles south of Salina, 

tah, the former terminus. The station is 213 miles 
south of the northern terminus at Ogden. The track 
has been laid five miles further south to Joseph City 
and will soon reach Sevier, 10 miles below Elsinore. 


St. Catherine’s & Niagara Central.—The {company 
willapply at the next session of the Dominion Parlia- 
ment for an act authorizing a new issue of bonds and 
also an extension of its lines to connect with the Toronto, 
Hamilton & Buffalo at a point east of Smithville, Ont. 
The company also asks authority to lease its line to that 
company. Of the new issue of bonds, $96,000 is to be 
delivered to the city of St. Catherine’s, which has aided 
in the construction of the road. The capital stock is 
also to be increased to $1,600,000. 


St. Louis, Chicago & St. Paul.—Aside from the 
general work of improvement being prosecuted on the 
whole line the company is making two fills on that part 
of its line between Alton and Grafton. Two miles north 
of Alton the curvature is being reduced from five degrees 
to one degree and an earth fill of 30,000 yds.is being 
made. Eight miles north of Alton the curvature is re- 
duced from 534 deg. to 14 deg. and a fill of 32,500 yds. 
made. In both cases the track is placed above high 
water of the Mississippi River and the river side at both 
fills riprapped. This work is now well under way. It is 
the only work of this character that will be undertaken 


. this year. 


St. Louis, Peoria & Northern.—The connecting line 
from Mt. Olive to Litchfield, Ill., 8 miles, now building, 
is not a new line, but was a part of the old St. Louis 
Chicago (later known as the North & South Railroad), 
from which, when under lease to the Chicago, Peoria & 
St. Louis, the rails were removed and that part of the line 
allowed to gotoruin. This company is now rebuilding 
the section, doing the work with its own forces, The St. 
Louis, Peoria & fRrorthern is the company formed by the 
old stockholders of the St. Louis & Eastern to purchase 
and consolidate the St. Louis & Eastern, St. uis & 
Peoria and The North & South Railroad Companies. 
This has been formally accomplished and the line from 
St. Louis to Springfield, Ill., covering those different 
companies, has been operated since July 1 by the new 
company. Wm. E. Guy is President. 


Sand Creek & Sulphur Springs.—Articles of incor- 
poration of this company were filed with the Secretary 
of State at Little Rock on July 27. The capital stock is 
$20,000, and the incorporators are: N. T. White, of Pine 
Bluff; Frank Kendall, M. F. Williams, George W. Mc- 
Leod,; of Kedron, and E. McGann, of Brooks. The pro- 

sed line will extend from a point on the Mississippi & 
Malvern road, at its crossing of Sand Creek, in Jefferson 
County, to Sulphur Springs, in the same county. 


San Francisco & San Joaquin Valley.—The report 
of Chief Engineer W. B. Storey, made at the recent 
annual meeting, showed that on June 20 the road had 
been completely graded from Stockton, Cal., south to 
the San Joaquin Sine the bridges had been built to the 
same point and the construction of the bridge over the 
San Joaquin was well under way. South of that point 
practically nothing had been done. Track had been laid 
on the main line a distance of 82.2 miles and or the sid- 
ings for 6.3 miles, a totalof 88.5 miles. The equipment 
consisted of three freight locomotives, 250 platform cars, 
50 box cars, 2 outfit cars and 2 water cars. It is expected 
that the track will be laid to Fresno by Aug. 15, but it 
will not be ballasted nor will any building be erected 
until some time after that date. ; 

The report of the Secretary, showing the receipts and 
expenditures, was not made public. It is understood to 
show an outlay thus far of about $1,750,000, with con- 
tracts for ties and rails made for over $500,000 and re- 
ceipts sufficient to build to Fresno. To extend to Bakers- 
field, to fill in the gap from Stockton to San Francisco 
and fully equip the road, the sale of the $6,000,000 tive per 
cent. bonds will be necessary. 


Sebastian & Ciocinnatus.—The grading on the 10 
miles of road being built under this name from Sebas- 
tian station on the Southern extension of the Florida 
East Coast into the interior of Brevard County, Fla., 
is now reported completed. The ties are being laid and 
track-laying will begin as soon as the rails arrive from 
New York. The line is being built to reach a tract of 
about 100,000 acres of land in the interior of the county, 
owned and er developed by A. O. & W. W. Russell, 
of_ Cleveland, 


.» and others, As soon as the road is 


completed dredging machinery will be forwarded into 
a — and several large canals will be built to drain 
e land. 


Sebastian & Moosehead Lake.—The town of 
Harmony, Me., has recently subscribed about $1,500 to 
secure the extension of the road into that town, and the 
railroad officers have stated that the line would be built 
into the town immediately. The previous terminus of 
the line has been at Hartland, Me., but this year it has 
been extended for nine miles north of that town. The 
track-laying was interfered with by troublesome cave- 
ins. 


Shelbyville Southern.—Articles of incorporation of 
the company have been filed in Illinois, the incorpora- 
tors being Don R. Patterson, Henry J. Messing, J. P. 
Reeves, B. A. Smith and E. H. Seneff, of Chicago. The 
new road will extend from Shelbyville to Altamont, 
forming a connection between the Shelbyville 
branch of the Chicago & Eastern Illinois, and the 
Chicago, Paducah & Memphis. The surveysare already 
made, and it is expected that the road will be completed 
by Dec. 1. Contracts have already been let, and the 


projectors will begin work as soon as the right of way 
1s secured. 


Texarkana & Ft. Smith.—In addition to the con- 
struction work on the main line in Texas, south of 
Shreveport, La., a branch line, six miles in length, is at 
present under construction from Wilton to White Cliffs, 
Ark. The White Cliffs are located on Little River, 
Ark., six miles northeast of Wilton, where a large de- 
<< of white chalk is found, suitable for cement. The 

hite Cliffs Co. is making preparations to burn the 
chalk for that purpose, and is expending large sums of 
money on its plant. 


Toronto, Hamilton & Buffalo.—Nearly half of the 
grading on the line at Hamilton, Ont., to connect this 
road with the Grand Trunk, has been completed. The 
contractors are Piggott & Ingles, of Hamilton, and at 
present they have over 450 men and 90 teams on the con- 
struction work. The newline is a double track road 
and little less than two miles in length, and extends 
from Garth street, Hamilton, to Des Jardins Canal, 
where a connection is made with the Grand Trunk road. 
The excavation work is about 250,000 cu. yds. The bridge 
work includes one double track steel bridge 350 ft. lon 
in five spans and two steel highway bridges. The maxi- 
mum grade of the new line will be 40 ft. to the mile 
and the maximum curves 544 deg. E. B. Wingate, the 


oa Engineer of the company, is in charge of the new 
ine. 


Union Pacific, Denver & Gulf.—About seven miles 
of the track of the Colorado Central Division of this 
road was entirely destroyed in the recent storms in 
Colorado and an entirely new roadbed will have to be 
constructed. The destroyed roadbed extends from a 
— about 144 miles west of Golden, which is 15 miles 

yond Denver, to the junction of Beaver brook with 
Clear Creek. The road here goes through Clear Creek 
Canon and the river has formed a new channel so that it 
will be impossible to rebuild on the old location. Not 
more than one-quarter of a mile of the roadbed can be 
utilized in the reconstruction work. New surveys will 
have to be made and the roadbed for much of the dis- 
tance built on the side of the granite cliff. 


Washington County.— The preliminary survey of 
this road has now been completed its entire proposed 
length, from Calais to Ellsworth, Me., its western ter- 
minus, where it will connect with the Maine Central. 
The final location has also just been made between 
Calais and Cherryfield, about 31 miles. It is reported 
that immediately following the acceptance of the route 
by the Maine Railroad Commissioners the work of con- 
struction will begin, and that by —— 1,500 men 
will be employed along the line. James Mitchell, of 
Portland, has the contract for the grading on the 
through line. H. F. Hill is Chief Engineer. 


Wilkes-Barre & Northern.—This road is now 
nearly graded between Luzerne and Dallas, Pa., and 
rails have been ordered to be delivered this week, when 
track-laying will begin. It is expected to have the first 
six miles of this r in operation by October 1, and the 
work will be pushed north to Harvey’s Lake this fall. 
The work is partially under contract. A connection 
will be made near Wilkes-Barre with the Lackawanna 
& oo J. B. Reynolds, of Kingston, Pa., is Presi- 

ent. 


Wisconsin Central.—The extension of this road to 
Lake Michigan at Manitowoc, Wis.,was formally opened 
for traffic on July 22, when a special party of officers 
went over the new line from Milwaukee. The new road 
was built by the Milwaukee & Lake Winnebago, one of 
the Wisconsin Central lines, and is 28 miles long, ex- 
tending from Hilbert Junction east to Lake Michigan. 
Trains on the new route go over 16 miles of the track of 
the Chicago, Milwaukee & St. Paul from Neenah on the 
Wisconsin Central to Hilbert Junction, Wis. Freight 
trains have already been put on between Minneapolis 
and Manitowoc. The Ann Arbor road is now operatin 
its Lake Michigan car ferries to that town. The Flint 
Pere Marquette boats, which will transfer cars to 
Ludington, on the east side of Lake Michigan, will not 
be put on before September or October. 


Wisconsin Northern.—About 30 miles have been 
graded on this road north of Gillette, Wis., at which 
er the line branches off on the Chicago & North 

estern. Itis being built as a branch of the latter 
we and will give it a connection with the Minne- 
apolis, St. Paul & Sault Ste. Marie road, near Cavour. 

e contemplated length of the line is 63 miles, but it is 
not certain that the length of new road will be built the 
resent season. Over 700 men are now working north of 
rillette, and the track-laying has been commenced. The 
line goes through forest almost its entire length. 








Electric Railroad Construction. 





Braddock, Pa.—The Braddock Electric Railway Co. 
will start at once on the extension of its line over Bes- 
semer Terrace to East Pittsburgh borough. 


Chattanooga, Tenn.—The Signal Mountain Railway 
Co. has ap lied for incorporation, This eer re- 
cently purchased the lines of the Chattanooga orth 
Side Street Railway Co. 


Cristfield, Md.—It is proposed to build an electric 
road 214 miles in length from Wed’s Point to the railroad 
station in Cristfield. Considerable freight is hauled be- 
tween these points and it isin a thickly settled commun- 
ity. Estimates will be received by Clurence Hodson, 
Cristfield, Md. 


Dayton, O.—On July 24 the Dayton Interurban Elec- 
tric Railroad and the Urbana and Springfield Inter- 
urban Electric Railroad were granted franchises. 


Doylestown, Pa.—The Bucks pp vag Bewceverte Co. 
has come to an agreement with the Doylestown and 


Willow Grove Turnpike Uo., by which the electric com- 
gg 2 will secure control of the turnpike. The road will 

ye 12 miles long, and connect with the Traction Co.’s 
line at Willow Grove, making a direct line of 24 miles 
from Doylestown to Philadelphia. 


Dedham, Mass.—The Norfolk Central Street Rail- 
way Co. has completed its electric road from Dedham to 
Norwood, a distance of nearly five miles. 


Edgewater, S. I., N. ¥.—The Midland Electric Rail- 
road Co. has been granted permission to lay double tracks 
in place of the single track at Edgewood. The travel 
over the line has been very heavy. 


Houston, Tex.—The Houston Electric Street Railway 
Co. was chartered July 28, with a capital stock of 
$2,000,000. Directors: Albert N. Parlin, George E. Smith, 
Austin Corbin, T. W. House, W. D. Cleveland and others. 


Hudson, N. Y.—The estimated cost of the Hudson, 
Bolton & Lancaster Electric Street Railroad, from Hud- 
son to Lancaster, a distance of seven miles, is $200,000. 
Henry Tower and W. H. Moulton, of Hudson, are inter- 
ested in the proposed construction. 


Los Angeles, Cal.—The Los Angeles Railway Co. 
has ordered 28 single and 7 double car equipments from 
the Westinghouse Cause. 


Peoria, Il!,—An electric road from Peoria to Tekin 
a distance of 10 miles, to pass through South Peoria and 
Bartonville, may soon be built. 


Rockville Center, L. I., N. Y¥.—A company was re 
cently organized at Rockville Center with a capital stock 
of $50,000 to build an electric road between Long Beach, 
— oe, Garden City and Glen Cove. The right of 
way for part of the distance has been secured. 


Santa Rosa, Cal].—It is proposed to construct an 
electric road from Santa Rosa to Sonoma by the way of 
Malitta, Kenwood, Glen Cove and Aquacaliente. 


Springfield, Mass.—The Enfield & Longmeadow 
Electric Railroad Co., which was organized four years 
ago for the purpose of obtaining a charter to build an 
electric road from Hartford through Enfield, Conn., and 
Longmeadow, Mass., to a, will be reorganized 
at New Haven to-day under the above name, with a 
ee ee of $125,000, which has been already full 
subscribed. Thecompany will include among its lead- 
ing shareholders Edward E. Floyd, of Boston; Ex-Gov- 
ernor Thomas M. Waller, of New London; Ex-Judge 
Charles H. Briscoe, of Thompsonville, and J. A. Kelsey, 
of New Haven, Treasurer of the New England Railway 
Co. The ——a of the company means the con- 
struction of a line whieh will, except for a three-mile 

ap, connect Springfield by an electric road with Hart- 

ord. Itis stated that contracts for its construction 
have already been awarded. 


Stamford, Conn.—The New York, New Haven & 
Hartford Railroad has awarded a contract to build an 
electric line between Stamford and Norwalk, Conn., to 
H. Gore & Sons, of Boston. The General Electric Trac- 
tion Co. will furnish the electrical equipment. 


Stewartstown, Pa.—It is proposed to build an elec- 
tric line from Stewartstown to Farm Grove, a distance 
of 814 miles. 


Syracuse, N. ¥Y.—An order of foreclusure of the peer. 
erties of the Syracuse Street Railway Co., was signed 
July 29. Oscar F. Austin was appointed a referee to 
sell. His report showed that there are $1,740,000 worth 
of bonds outstanding which with interest due amounts 
to $1,834,891.67. 


Uniontown, Pa.—The Uniontown Street Railway Co. 
is preparing to extend its lines up the valley to Fair- 
chance. The Fairchance Council has granted the right 
of way over the principal street. The new route will 
take in Hopwood and the mining towns of Leith, Brown- 
field, Redstone, Oliphant and Wynn. 


West Seneca, N. ¥Y.—The Woodlawn Beach Rail- 
way began operating its cars over the new electric line, 
from West Seneca to Blasdell, July 26, and will continue 
to run regularly henceforth. The road is about three 
miles long. 








GENERAL RAILROAD NEWS. 





Atchison, Topeka & Santa Fe.—The earnings for 
the month of June, 1896, and 1895 are reported below: 








June. 1896. 1895. Inc, or Dec 
CORD a de acdudecads $2,148,775 $2,088,113 I. $60,662 
CRN OM ois sescts ecuzees 1,672,223 1,916,823 D. 244,600 

TRON OUR iss. cancscsiceus $476,552 $171,290 I. $305,262 

For fiscal year to June 30: 

a $28,999,597 $28,532,983 I. $466,614 
CHO aasccoccaces: acces 22,022,908 22,317,355 D. 294,447 
NOR GURRiocscccicceases $6,976,689 $6,215,628 I. $761,061 


Boston Terminal.—The company has filed for record 

in Massachusetts a mortgage providing for the issue of 
6,000,000 of its consolidated bonds with the Old Colony 
rust Company, of Boston, as trustee. 


Chicago & Eastern Illinois.—This company has 
secured control of the Chicago, Paducah & Memphis, 
and it is said has also arranged to operate the Chicago & 
Texas road, but this latter report is not confirmed. The 
Chicago & Texas is a new road, between Cape Girardeau 
and Johnston City, through the coal district in Southern 
=— near the Mississippi River, and about 70 miles 

ong. 


ohne, Burlington & Quincy.—The earnings for 











June and the six months follows: 

1896. 1895. Increase. 
ide tdacecadesecivediccdeads $1,676,338 $1,496,174 $180,164 
PAABONGOE oc cccecceccccccccce sccce 635,200 640,328 14,872 
WOU ack cates csvcndceanada $93.039 360,330 32,700 

WN Ais cn cndccicddccccnncee $2,724,578 $2,496,841 $227,737 
OGG OED... cccsndccedccccessccse 1,917,366 1,721,641 195,715 
WOO GO e. ccccercveccctenccese $807.272 $775,200 $32,022 
Fixed charges.........cceeveseeee 850,000 872,954 7,046 
Sided c<cadaccdaddecceucees $72,778 $97,754 D. $24,976 
Jan. 1 to June 30: : 
CHURN OE iaoccccccccssiesccscnces , $35,592,118 $14,668,884 $923,234 
CHIEN ov adagudcceccccasentes 10,595,038 9,975,871 619,167 
Net earn...... Ew eS $4,997,080 $1,693.013 $904,067 
Fixed ChargeB..ccssscccesssecsece 5,280,000 5,237,727 42,273 
Deficit......- eaeduadadusnsiesas $282,920  $544,713D.$261,793 


Chicago, Milwaukee & St. Paul.—The earnings and 
expenses for June were: 


Month of June: 


’ 1895. Ine, or dec, 
$2.601.939 $2,263,865 J. $341,074 
. 1,592,054 1,145,478 I, 446,575 





Not @art..cse.. csses++-4 $1,012,864 $1,118,386 D, $106,601 
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For 12 montha: 





CON METS... ..5 is) 5000 58 $32,681,828 $27,335,369 I. $5,346,439 
Oper. exp. (inc. taxes). .., 19,676,808 17,043,753 I. 2,633,054 
Net earn .. .. ..........$13,005,020 $10,291,616 I. $2,713,404 
Chicago, Paducah & Memphis.—The Chicago & 


Eastern Illinois has secured control of this road, which 
extends from Altamont south to Marion, in Southern 
Illinois, 97 miles. The arrangements under which the 
control is transferred are not made public. The Chicago 
& Eastern Illinois will build 20 miles of’ road between 
Shelbyville and Altamont, the northern terminus of the 
Chicago, Paducah & Memphis. By extending the road 
from Marion, its southern terminus, about 35 miles, the 
company would reach Cairo and secure a connection 
with the Mobile & Ohio, and the St. Louis Southwestern 
and other roads. 


Cincinnati, New Orleans & ‘Texas Pacific.— 
Receiver S, M. Felton has filed an approximate state- 
ment of earnings and expenses for June, 1895 and 1896, 
as follows: 














$ 19.40 $202,285 1 °F, 124 
Ee er ee 209,409 : é 
Paarager abaouneese eaesoeste 64,417 54,719 D. 9,698 
Mail and express. ............ 18,286 18,213 D. 73 
Miscelianeous...... .......5++ 4,587 8515 D. _ 1,072 

CT a eee $296,699 $278,732 D. $17,967 
a eee. $193,666 $198,719 I. $5,128 
PGi cntsveeensesenas wewenes 9.000 8,500 D. 500 
P. c. of oper. exp. and taxes... 68.31 74.37 

Net earn...... vanisl” dics ine $94,033 $71,438 D. $22,595 


Cincinnati Southern.—At the special election in Cin- 
cinnati, held on Monday of this week, Aug. 3, the propo 
sition to sell this road, which is owned by the city, on 
the terms offered by A. B. Andrews, First Vice-Presi- 
dent of the Southern Railway Company, and H. A. Tay- 
lor, acting for the Cincinnati, Hamilton & Dayton in- 
terests, was rejected by a vote of 15,730 tu 15,392. 


Columbus, Hocking Valley & Toledo.—Judge D. 
F. Pugh, of the Ohio State Court, at Columbus, on Aug. 
3, overruled the motion of the Central Trust Co. of New 
York, to dismiss the suit against Judge Stevenson Burke 
and his associates in the case to recover to the bond- 
holders of the railroad company the proceeds of the is- 
sue of $8,000,000, over which there has been much litiga 
tion. 


Denver, Leadville & Golden.—William W. Vorst 
was last week appointed Receiver of the road by Judge 
Hallett in the United States District Court at Denver, 
Col., on application of the Farmers’ Loan & Trust Co. 
of New York. The company is in default on the interest 
of $627,000 bonds. 


Dorham & Charlotte.—Formal notice has been given 
to the North Carolina Railroad Commissioners by the 
officers of this company that it has assumed control of 
the Glendon & Gulf Relvoed, and is now operating that 
line so far as completed southwest of the town of Gulf 
in Charlotte County, N. C., on the Cape Fear & Yadkin 
Valley road. The road was originally built to reach coal 
mines, the company owning these mines controlling the 
railroad. It is now proposed to extend the line toward 
Charlotte at the junction of the Seaboard Air Line and 
Southern Railway in Western North Carolina, about 
60 miles, and it is stated that considerable work will be 
done on this extension the present season. Frank B. 
Jones is Manager of the company. 


Florida Midland.—A final decree in the foreclosure 
roceedings of this company has been entered in the 
Jnited States Circuit Court at Jacksonville, Fla. The 

road was sold early in the year for about $25,000. The 
court expenses and litigation were nearlv $17,000, so that 
the holders of receivers’ certificates and the bonds will 
receive nothing. Among the items of expense which 
were approved by the court for payment were state 
taxes of 36,000; advertisement of the sale of the property, 
$861; salary of Henry S. Chubb as Receiver, $2,845, less 
amounts already paid; salary of A. EK. Drought as 
Receiver for a little over two years, $2,645, being at .the 
rate of $1,500 a year: E. P. Axtell, as Counsel for the 
Receivers for about 414 years, $1,750, in addition to $500 
already paid; besides the court expenses the charges 
against the Receiver in excess of the income received 
from operating the road were $14,000 and these accounts 
will have to be paid pro rata out of the 38,000 balance left 
after paying the court expenses. 


Georgia.—The company reports the following results 
of operations for the fiscal year ending June 30: 








$1 19792 $1 307,638 gi72 15 
i _, eer shld, U7, 2,154 
yer =p s eshbasesdasoaueebaness 1,045,672 981,364 64,308 
DR cicecscn seawuesoncee $434,120 $326,274 $107,846 
ome Se Ee er eee 89,752 86,752 3,000 
Total net income...... cocccce $523,872 $413,026 $110,846 


Kansas Midland.— A. L. Wolff, of St. Louis, has 
been appointed Receiver by Judge Caldwell, of the 
United States Circuit Court. A bill of foreclosure has 
also been filed, the complainant being the Mercantil2 
Trust Company, of New York City, the trustee for the 
first mortgage bonds which amount to $1,608,000. These 
bonds are guaranteed, principal and interest (4 per cent.), 
bythe St. Louis & San Francisco, which has operted the 
road since it was completed under a rental amounting 
to the interest on the company’s bonds. The line is 106 
miles long from Wichita to Ellsworth, Kan. 


Mexican Central.—At a meeting in London of the 
debenture stockholders a financial o—- was accepted re- 
ducing the common stock one-half and giving present 
holders of debenture stock first debenture and 50 per 
cent. of second debenture stock, both entitled to four 
per cent. dividends if earned. 


New York & Greenwood Lake.—A renewal of the 
lease of this road «| the present Erie Railroad Company 
has; been concluded, The Erie company assumes the 
fixed charges of the branch road, amounting to five per 
cent. of the funded debt, aggregating $1,500,000, the in- 
terest charges being thus a rental of $75,000 a year. The 
road will be operated as the Greenwood Lake Division 
of the Erie onl the lessee will immediately begin im- 
ortant improvements on the line, including the build- 
ing of a second track to Montclair, N. J., and perhaps 
beyond that town. 


Norfolk & Western.— The Receivers’ statement of earn- 
ings and expenses for the six months ending June 30, 
makes the following comparisons: 


1896. 1895. Inc. or dec. 
Miles operated ..... 1,570 1.570 
Passenger, m 
express PRY re 1 $836,927 I. $53,210(\= 6 p.c.) 
Freight ..... <... eee» > 4,774,107 = 3,580,545 I. 1,193,562(=33 p.c.) 





Total earnings.... $5,664,244 $4,417,472 1.$1,246,772(=28 p.c.) 


Oper. expen. (incl. 
taxes): 


Conducting transp.. $1,700,451 $1,498,764 I. $201,687 
Maintenance ofengs. 1,003,068 727.466 275,601 


ofcars.. 646.610 476,776 I. 169,834 

” .  - CR way. 905,306 555,697 I. 349,609 
Commercial dept ... 147,166 156,248 D. 9,082 
General expenses... 145,32u 144,383 936 





Z. 
$3,559,335 \ 


Total expenses..... $4,547,921 $988,586(=28 p.c.) 
Net earnings.... .... 1.116,323 858,137 258,18€(=30 p.c.) 
P. c. of exp. to earn 80 p.c. 8l p.c. 


Pennsylvania.—The company issues the following 
statement of comparison of earnings and expenses for 
June and six months of 1896, with the same periods of 
last year : 


LINES DIRECTLY OPERATED, 








June Six months. 

SEROPR ORIN 5 oa cnseesccecousesnee I. $117,300 t. $746,700 
PEURNIINE osc coek <stestwannee eee TR 90,400 I. 879,600 
Net earn....... TaN CSP EEE ARs I. $26,900 D. $132,900 
LINES WEST OF PITTSBURGH AND ERIE (DIRECTLY OPERATED): 
AOPOIOREN 55. cone sbasais pavcueesiee I. $49,300 I. $743,400 
SORA 5s siiscs ss conse heres is 62,700 : I. 408,700 
PROG ORUR 8 65. ccc nsinssmomuns wear D. $13,400 I. $334,700 

LINES EAST OF PITTSBURG AND ERIE. 
EPR ORIN «ooo siccnanccniaciccwess - $45,900 I. $664,900 
I 6 iis icis:scis apjnceleasecee ene 1. 104,900 I. 1,236,300 
POGGIO osncisesccccedeeseiees D. §$59,000 D, $571,400 
LINES WEST OF PITTSBURGH AND ERIE. 

DEODORIIN S56 cias cc -cscacouneeces . I. $61,000 I. $763,500 
eee eee . I 20,500 I. 432,700 
OG OREN 56 scicksis vce nxwunaunce I. $10,500 I. $330,800 


Philadelphia & Reading.—The earnings of the rail- 
road for June and the seven months to June 30 were: 


























June. 1896. 1895. Inc. or dec. 
GLOSS CAEN........000<ccesceces $1,734,990 $1,726730 IL. $8,260 
PIOGIORIR ei sises, cdases .. $741,889 $750,178 D. $8,289 
Total net income.......... $826,352 $811,286 1. $15,066 
Fixed charges.............. 837,024 802,758 I. 34,266 
OROE cckcs cccwssces wees $10,672 (sur.) $8,528 I. 19,200 
Since Dec. 1. 1895-96 1894-95. 

RNID RS 06s canieecveasceneer $11,380,684 $11,356,498 I. $24,186 
POCO SS nic cnx seine. sheen $4,750,549 $4,756,521 D. $5,981 
Total income............ $5,170,459 $5,106,666 I. $63,793 

SPOR a sisviccncss. webaamenr 6,331,600 5,748,975 I. 582,625 
PRB occ cessed Miseowne $1,161,141 $642,309 I. $518,832 


The deficit of the Coal & Iron Co. in June was $30,530, 
a decrease of $12,120, and for the seven months was 
$1,170,063 against $1,059,220 in 1895. 


San Francisco & North Pacific.—The company 
reports results for the year ending June 30 as follows: 











1896. 1895. Inc. or dece 

Coe i eer -$790,958 $826,701 D. $35,743 
Oper. exp. and taxe@........... 378 641,772 LL 16,606 
DOU DARN. icc cesses see paeeakne $232,580 $284,929 D. $52,349 
WUTOA CHATTED 6 o0.cc sve ccvcceicces 280,550 231,140 D. 590 
Sarplus....c.cevss Nie seueune ce $2,030 $53,789 D. $51,759 


South Atlantic & Ohio.—The United States Court 
at Abingdon, Va., last week issued a final decree for the 
sale of this road, extending from Bristol, Tenn., to Bi 
Stone Gap, about 70 miles. The property of associate 
companies will be sold at the same time as the railroad 
line. 


Western & Atlantic.—The report of the lessees—the 
Nashville, Chattanooga & St. Louis—to the Georgia Rail- 
road Commissioners, of the operations of the road for 
the year ending June 30, makes the foliowing compari- 
sons: 








1896. 1895. Increase, 

Gross CATN.......000008 $1,568,463 $1,335,782 $232,681 
NOT. OED... s005500- 005 961,565 838,789 122,776 
Net earn...... sipanse $606,898 $496,993 $409,905 


The Nashville, Chattanooga & St. Louis pays the 
State of Georgia a rental of $33,001 a month for the 
Western & Atlantic. 








Electric Railroad News. 


Brooklyn, N. Y.—The Brooklyn Heights Railroad 
Company reports its gross earnings for July, 1896, as 
$431,212, as against $443,557 for the same period in 1894 
and $407,723 for 1895. The earnings for the Brooklyn, 
Queens County & Suburban Company were $68,804, as 
against $53,834 for 1894 and $54,880 for 1895. The aggre 
gate earnings of the two roads which are controlled by 
the Brooklyn Traction Co. are: July, 1894, $497,381; 
July, 1895, $472,603, and July, 1896, $500,016. 


Chicago.—Mayor Swift has directed City Elec- 
trician Barrett to prepare a report on the cost of con- 
struction and operation of the underground systems as 
compared with the trolley. He also desires an opinion 
from Professor Barrett as to whether the underground 
system is practical. 


Glens Falls, N. Y.—The Glens Falls, Sandy Hill & 
Fort Edward Street Railroad Co. has issued $10,000 new 
stock and has declared a dividend of 1/4 per cent. The 
road now operates 7.84 miles of electric road and the au- 
thorized capital stock is $150,000. 


Hoosick Falls, N. ¥Y.—The Hoosick Railway Co. 
has increased its capital stock from $60,000 to $75,000, to 
provide for the cost of oe its line over the Walla- 
moosal River to the state line of Vermont. 


Philadelphia.—A syndicate of Philadelphia cap- 
italists headed by George S. Gandy, President of the 
Fairmount Park Transportation Co., formerly Vice- 
President of the Electric Traction Co., recently acquired 
control of the New York and Philadelphia Traction Co. 
ar. the Central Jersey Traction Co., two corporations 
which have the franchises for the construction of an 
electric railroad between New York and Philadelphia. 








TRAFFIC. 


Traffic Notes. 

A special train carrying 100 sailors from Mare Island, 
Cal., * Norfolk, Va., was run through, last week, by 
way of New Orleans, in 4 days 23 hours. 

The Pullman company has reduced the seat fare in 

rlor cars between Columbus and Cincinnati over the 

altimore & Ohio from 50 cents to 25. The fare from 
Columbus to Toledo over the Hocking Valley and Ohio 
Central has been reduced in the same way. : 


The Cincinnati Freight Association has adopted a reso- 


lution to the effect that dray tickets written in lead pen- 
cil will not hereafter be accepted, and no bills of lading 
will be issued on such dray tickets. Thetickets must be 
made out with pen and ink or with an indelible pencil. 


It is reported in St.Louis that the question of the 
proper distribution of eastbound freight from St. Louis 

as been referred to the Board of Arbitration of the 
Joint Traffic Association, and will be considered by that 
Board on Aug. 18, and that the question of Chicago per- 
centages will be taken up on the following day, Aug. 19. 
The Board of Managers of the Association have taken a 
vacation until Aug. 18, 


A press dispatch from Tacoma reports the establish- 
ment of another steamship company in Japan to run 
vessels between Yokohama and Portland, Or. The name 
of the rage ged is the Daito Kizen Kaisha, with head- 
quarters at Tokio. The company named in the other 
announcement concerning Japanese vessels, which was 
published a few weeks ago. is a long-established concern, 
running many large vessels between Asiatic pcrts, 

The proprietors of the grain elevators at Superior, 
Wis., have issued notices indicating that they intend to 
close business on Aug. 31. It is understood that it is the 
intention to concentrate business in Duluth, across the 
river, the elevator men taking this means of showing 
their displeasure at a proposal to change the rules of 
grain inspection in Superior. At present the Minnesota 
rules, in force in Duluth, are also applied in Superior, 
but it is _— to adopt the so-called new Wisconsin 
system. The elevators at Superior havea capacity of over 
12,000,000 bushels. 


Chicago Traffic Matters. 


CuicaGo, Aug. 5, 1896. 

There is danger that Western passenger rates will go 
down.By an agreement of roads between Chicago and Salt 
Lake City a round-trip rate of one fare plus $2 was to be 
given delegates to the national meeting of fire chiefs at 
the latter city Aug. 10. The Union Pacific violated this 
agreement by advertising diverse routes, the Burlington 
met this by offering commissions, and the St. Paul met 
both roads by cutting down the agreed round-trip rate 
from $44.50 to $80. Strong but unsuccessful efforts were 
made to have this rate cancelled. The chairman of the 
Western Passenger Association has now authorized all 
competing roads to put in a $30 rate from this city and 
$27 from St. Louis to Salt Lake City for this occasion. 
By an agreement the cheap tickets are to be on sale but 
one day, to-morrow, Aug. 6. The chairman has sent out 
a be parry aes scalpers saying a description of each ticket 
sold will be given to him, and that tickets not in the 
hands of original purchasers will not be honored. Not- 
withstanding all precautions the return portions of 
these tickets will undoubtedly be scalped in the West, 
and this may have the effect of pulling down all inter- 
mediate rates. Only 70 delegates will attend the fire 
chiefs’ meeting. 

The Chicago-St. Paul roads have agreed to advance 
soft-coal rates from this city to St. Paul to $1.50 per ton, 
and from Duluth to St. Paul to 75 cents, these rates to 
hold until Sept. 1, when they 'are to be advanced to 
$1.60 from Chicago and $1from Duluth. The Burling- 
ton and theSt. Paul cancelled their $1.35 rate, which was 
to have gone into effect last Monday. 

The recent excursion of the Pennsylvania road from 
this city to Cincinnati carried 300 passengers at a round 
trip rate of $6.25. The Pennsylvania was authorized to 
run this excursion to enable it to catch up in its alloted 
share of the special business between Chicago and the 
Ohio River, under the agreement. This was the first ex- 
cursion run out of Chicago for this purpose. 

A meeting of the executive officers of the South- 
western roads will be held in Chicago next Monday to 
— the present demoralized condition of grain 
rates. 

Reports to the Chicago Board of Trade indicate that 
since the advent of the 4-cent rate from the Missouri 
River to St. Louis and the corresponding cuts to the 
South via Kansas City 1,000,000 bushels of export corn 
from Kansas and Nebraska have been contracted to go 
to New Orleans and Galveston ac way of Kansas City. 
The movement to Chicago is also heavy, but officers of 
the Western lines ng they must have help from the 
eastbound roads from Chicago if the graintraffic is to be 
a in the Chicago-New York channel.. 

New York Immigrant Agent Pratt reports that dur- 
ing the month of June the Western immigrant bureau 
ticketed 12,432 immigrants over the Western roads. 
Of this total the Canadian Pacific came within three 
passengers of getting > so one-half of the business. 

The Chicago Inter-Ocean of Aug. 1 says: Chicago ves- 
selmen were greatly puzzled yesterday over a new kink in 
grain chartering. Shippers offered one cent on corn, and 
1}¢ cents on wheat to Buffalo, tree of shoveling charges 
at Buffalo. These charges are 35 cents per 1,000 bushels 
and are usually paid by the vessel. Why shippers shoul 
suddenly want to pay the charge was a mystery, unless 
it might mean that the elevator pool at Buffalo had 
taken this way to reduce its outrageous handling 
charges, which are now out of all proportion to other 
items in the cost of transportation from the West to the 
seaboard. The advantage to vessels on account of these 
offers is material with freights as lcw as they now are. 
By es rates but a quarter of a cent they are saved 
over athird. Grain rates were strong at 1% cents on 
corn to Buffalo, and considerable grain went over un- 
provided with vessel-ruom. 

Total shipments from Chicago to the East last week 
by lake amounted to 83,487 tons, of which 76,118 tens 
were grain. Total all-rail shipments east, exclusive of 
live stock, amounted to 46,480 tons, compared with 46,454 
tons for the preceding week, an increase of 26 tons, 
and against 43,330 tons for the corresponding week of ° 
last year. (During the past week five-sixths of the oats 
shipments have gone east by water.) The proportions 
carried by each road were as follows: 




















WEEK WEEK 
TO AUG. 1. TO JULY 25, 
Roads. 

Tons. pc Tons, p. ¢, 
Michigan Central.......... 4,142 8.9 4,921 10.6 
LO eee cor 5,300 11.4 5,213 11.8 
Lake Shore & Mich. South. 1,411 13.8 5.885 13.7 
Pitts., Ft.Wayne & —— 5,102 11 6,181 18.3 
Pitts.,Cin.,Chi. & St. Louis. 5,156 11.1 5,414 11.6 

Baltimore Diasaneepane 4,391 9.5 5,101 ll 
Chicago & Grand Trunk.... 4,746 10,2 4,770 10.3 
New York, Chi. & St.Louis.| 4,203 9 3,866 8.3 
MG» scenic cececonccs ovccee 5,152 li 3,961 8.8 
C., C., C. & St. Louis....... 1,877 4 1,142 2.6 
THAIS. cscccscsaxs scosseees| 46,480 | 100.0 46 454 | 100.@ 

















Of the above shipments 4,289 tons were flour, 11.47 
tons grain, 9,943 tons cured meats, 10,182 tons deess 
beef, and 10,595 tons miscellaneous. 














